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RAILROAD CONSOLIDATION 


Senator Watson, chairman of the Senate committee 
on interstate commerce, says a railroad consolidation 
bill will be passed at the session of Congress that con- 
venes next week. As chairman of the committee, 
through which must come all railroad legislation in the 
Senate, Senator Watson’s views in this matter are en- 
titled to much weight and we suppose he has good 
reason for his prediction that some sort of new consoli- 
dation law will be enacted. We hope, however, that his 
own opinion as to the kind of law that should be en- 
acted will not prevail. He thinks that, though consolida- 
tion cannot be made compulsory, the railroads may be 
“coerced” into bringing it about and he favors putting 
into the Fess bill the “teeth” that will do this. 


The senator, we think, is out of accord with the 
soundest thought on this subject, which is that the pres- 
ent law, under which the Commission is instructed to 
make a plan for the consolidation of all the railroads of 
the country into a few large systems, and to permit no 
consolidations that are not in accord with this plan, 
should be changed so that consolidations (any kind of 
consolidations) may be proposed by the carriers con- 
cerned, submitted to the Commission, and permitted by 
that body if and when it finds them to be in the public 
interest. 


Consolidation, under this plan, might not be so 
rapidly brought about as under plans favored by Senator 
Watson and some others, but what was effected would 
be healthy and sound. The demand for artificial con- 
solidation, forced because of the prevalent idea that 
consolidation is a cure-all for transportation ills, is with- 
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out good warrant. It is the result of a fad, like inland 
waterway transportation and the seaway from the Great 
Lakes to the Atlantic, that has grown on the public and 
some of its representatives in Congress through the 
drawing of attractive pictures and lack of thought as 
to whether the pictures represent something real or are 
merely fanciful. 

Consolidation, merely for the sake of consolidation, 
is not advisable and would not accomplish what its pro- 
ponents seem to think it would accomplish. Not even 
in the matter of simplyfying the matter of rates would 
it be effective, for, with consolidation, we should still 
have comparatively weak and comparatively strong sys- 
tems, just as we now have strong and weak roads. But 
consolidation, brought about because it is desirable and 
so appeals to a body like the Interstate Commerce Com- 
mission, after full hearing of all parties in interest, would 


‘be a different thing. It seems to us that anything that 


has to be forced on the carriers contrary to their own 
interests and, quite likely, in many cases, contrary to the 
interests of their patrons, is unsound and not justified 
by any sane view of general benefits to be accomplished. 
All that should be sought is release from hampering 
anti-trust laws so that railroads may be free to consoli- 
date when consolidations are found to be in the public 
interest. The present law, of course, removed the re- 
strictions imposed by anti-trust laws, but it imposed 
others that have resulted only in delay and the pre- 
vention of consolidation plans that, under different 
regulations, such as are now proposed, might have been 
effected to the public benefit. Permission, not compul- 
sion or coercion, is what is needed. 


CARRIERS FIGHT HOCH-SMITH 


The railroads—more power to them in their fight— 
have carried into the courts, as they threatened to do, 
the matter of the Commission’s interpretation of the 
Hoch-Smith resolution in the California deciduous fruit 
case and of the constitutionality of the resolution itself. 
They say in their petition for an injunction, as told else- 
where, that the Commission has wrongly interpreted the 
resolution, but, if correctly interpreted, it is unconstitu- 
tional: It will be a long-drawn-out fight, no doubt, but 
we congratulate the railroads concerned in being able to 
get together on a proceeding of this sort. We can im- 
agine how difficult it was to prevail on some of the cau- 
tious ones to participate. But they are not only helping 
themselves but doing a public service in bringing to a 
test this ridiculous piece of legislation. We still hope it 
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may be repealed and thus save time and money, but we 
have no doubt that, ultimately, the courts will deal with 
it as it should be dealt with. In the meantime, the Com- 
mission and its staff will continue to be overworked on 
Hoch-Smith investigations at the expense of other work 
that ought to be done, cost of hearings and attendance 
on them will pile up, and business will continue to be 
unsettled. 

The carriers assert that the out-of-pocket loss by 


reason of the reduced rates ordered by the Commission, 


in this case would exceed $240,000 a year. They assert 
that the rates ordered reduced were themselves subnor- 
mal and had been made with a view to fostering and pro- 
moting the shipment of deciduous fruits, other than ap- 
ples, from California producing points. They show that 
the shipments of deciduous fruits increased on the rates 
that have been ordered further reduced, from 6,326 cars 
in 1905 to 86,795 cars in 1925 and to 87,807 cars in 1927, 
up to November 18. 

“The order is based upon a mistake of law,” say the 
petitioning railroads, “and is efroneous and beyond the 
power of the Commission in that there is no warrant or 
authority for the fixing of the new rates, excepting only 
the said Hoch-Smith resolution, and that said Hoch- 
Smith resolution violates the provisions of Amendment 
V of the Constitution of the United States and is uncon- 
stitutional and void. The order is based upon a mistake 
of law and is erroneous and beyond the powers of the 
Commission in that it is based upon the construction by 
the Commission of the said Hoch-Smith resolution as 
permitting and requiring the fixing of rates which are 
confiscatory and less than reasonable and that as so con- 
strued by the Commission said Hoch-Smith resolution 
violates the provisions of Amendment V to the Consti- 
tution of the United States and is unconstitutional and 
void.” 

The petition varies the language quoted so as to 
complete, in technical language, the building of the al- 
legation that the rates would result in the taking of pri- 
vate property without compensation in violation of the 
Constitution. 

In conclusion, the carriers say that, unless the en- 
forcement, operation, and execution of the order is re- 
strained and suspended during the pendency of the 
proceeding, irreparable injury will ensue to them in that 
they will be compelled, under the severe penalties pre- 
scribed by the interstate commerce act, to publish, col- 
lect, and charge the lesser rates fixed by the order, so 
long as the order remains in effect and on final judg- 
ment in the proceeding, annulling said order, the carriers 
would have no right and would be unable to recover 
from the shippers the difference between the present 
rates and the new rates. That difference, they say, 
amounts to no less than $2.40 a ton and, based on the 
traffic now moving and that would move pending the 
proceeding, would amount to over $2,700,000 in revenue 
a year, all of which would be irrevocably lost to the 
carriers. In addition, they say, they would sustain a 
loss of more than $240,000 a year by reason of the fail- 
ure of the new rates to compensate them for the cost of 
transporting the deciduous fruit involved. 

William M. Jardine, Secretary of Agriculture, in his 
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annual report to the President, by the way, says agri- 
culture in the United States in the last year has made 
substantial progress in recovery from the effects of the 
post war depression. Since June, 1921, when the de- 
pression was at its worst, the unit buying power of farm © 
products has increased more than 35 per cent, according 
to the report. 

“This means,” says he, “that agriculture has re- 
gained more than three-fourths of the buying power lost 
per unit of its products in the post war price decline.” 

This statement gives rise to the query whether, 
when agriculture has regained the remaining part of the 
buying power lost in the price decline, Congress will at 
least repeal that part of the Hoch-Smith resolution that 
declares “an existing depression in agriculture” or 
whether, if it does not, those charged with the admin- 
istration of the resolution will have the courage and the 
good sense to take cognizance of the fact that the con- 
dition stated in the Hoch-Smith resolution (a depressed 
condition of agriculture) no longer exists and act ac- 
cordingly, frankly telling Congress the reasons for their 
action. It is a poor executive or servant of any kind 
who does not exercise judgment in carrying out the 
orders of his superiors when facts develop that were not 
known to his superiors or did not exist when the orders 
were issued. Even the boy who stood on the burning 
deck, famed in the old school readers for his obedience 
to orders, has come to be regarded as pretty much of 
a blockhead, however good his nerve may have been. 


CONGRESS AND TRANSPORTATION 
The Trafic World Washington Bureau 


Important issues relating to transportation will come before 
the Seventieth Congress that will convene December 5. They 
will be involved in proposals as to consolidation of railroads, 
the rate-making section of the interstate commerce act, the 
operation of the motor vehicle in interstate commerce, the mer- 
chant marine, and the barge line operations of the government 
on the inland waterways. 

Congressional leaders have indicated that flood relief, tax 
reduction, and the annual appropriation bills will have the 
right of way, and it may be difficult to obtain final action on 
other major legislative proposals. A concerted effort, however, 
is to be made to pass a voluntary railroad consolidation bill. In 
view of the fact that the subject of railroad consolidation has 
been thoroughly explored in the last few sessions of Congress 
by the interstate commerce committees, it should not require 
much time for the committees, at least, to report proposed legis- 
lation on that subject. What will happen if and when such 
action is taken is a matter for conjecture, although there appears 
to be basis for the belief that the House will pass a railroad 
consolidation bill. As to what the Senate will do, opinion seems 
to be that one guess is as good as another. 

It remains to be seen just how much pressure there will 
be for a change in the rate-making section of the interstate 
commerce act. This subject, no doubt, will be discussed as it 
has been in preceding sessions. 

Bills providing for regulation of the motor vehicle in inter- 
state commerce—at least for regulation of the motor bus—will 
be reintroduced.. Efforts to get action on such legislation in 
the last session were not successful and it may be that another 
session of Congress will pass by without the motor vehicle hav- 
ing been brought into the fold of federal regulation. 

Considerable pressure will be brought to bear on Congress 
to enact legislation providing for aid to the merchant marine. 
At the present time it appears that the issue in this respect 
will be as to whether or not Congress will provide money for © 
the construction of new ships for the Shipping Board fleet. The 
vessels that were built in the war-time period are not fast, 
modern ships, and the argument will be made that if the Ameri- 
can flag is to remain on the sea, money must be provided for 
ships that can compete with modern ships of foreign countries. — 

The movement for expansion of the government’s barge lines 
on the inland waterways will be reflected in Congress. A heavy 
increase in the capitalization of the Inland Waterways Corpora- 
tion will be urged to provide money for additional barges and 
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tugs for use on the Mississippi and Warrior rivers in the imme- 
diate future and later for the establishment of barge lines on 
other rivers, the Missouri River in particular. Back of the 
proposed expansion program are the shippers of the middle west 
who recently asked that the capitalization of the Inland Water- 
ways Corporation be increased by $50,000,000, and the Missis- 
sippi Valley Association that recently met at St. Louis. The 
question of whether or not the expansion program should be 
put through will be put up to Congress by Secretary of War 
Davis, under whose jurisdiction the barge line agency functions. 
A survey of the available traffic for transportation on the inland 
waterways is now being made by the transpotration division 
of the Department of Commerce, at the request of Secretary 
Davis, and the result of this survey will be submitted to Con- 
gress for consideration in connection with the proposed expan- 
sion program. 

Bills providing for repeal of the surcharge on travel 
in Pullman cars, for amendment of the valuation act, and for 
imposition of the metric system are expected to be introduced 
early in the session. Many bills affecting transportation will 
be introduced in the first few days of the session. The majority 
of these will be reintroductions of bills that died for want of 
action in the last session. 

The session that will begin December 5 will be the long 
session of the new Congress. In view of the fact that 1928 will 
be a presidential campaign year and that the national conven- 
tions of the political parties will be held in June and July, it 
is expected that the long session will be brought to a close 
before the holding of the conventions. 


REPORT ‘ON AGRICULTURE 


Little is said by William M. Jardine, Secretary of Agricul- 
ture, in his annual report to the President, with respect to 
freight rates. All that appeared on that subject was that “effort 
should be made to diminish waste, to lessen margins between 
producers’ and consumers’ prices, to reduce transportation and 
distribution costs, and to lessen the farmer’s overhead charges 
by lowering or redistributing tax burdens and by improving 
agricultural credit facilities.” As to the condition of agriculture 
in general, Secretary Jardine said: 


Agriculture in the United States during the last year has made 
substantial progress in recovery from the effects of the postwar 
depression. Progress is manifest in better balanced production, in 
advancing prices for some important crops, notably cotton and cat- 
tle, and in further improvement in the relationship between the — 
of farm SS and the prices of other goods. This relationship is 
expressed by the department of agriculture in index numbers show- 
ing the purchasing power of a upit of farm products in terms of 
nonagricultural goods. On September 15 the index number indicat- 
ing this purchasing power was 92, compared with an average of 85 
for the year 1926, with 100 representing the average for the five 
years preceding the war. Since June, 1921, when the depression 
was at its worst, the unit buying power of farm products has increased 
more than 35 per cent. This means that agriculture has regained 
more than three-fourths of the buying power lost per unit of its 
products in the postwar price decline. 

It is important to bear in mind, moreover, that the improvement 
thus registered in the purchasing power index does not show the 
full extent of the recovery effected. Index numbers indicating gains 
in the exchange value of farm commodities tell only part of the 
story. They do not accurately reflect advantages accruing from 
increased efficiency. In the last few years the productivity of Ameri- 
can aeons, as measured in output per farm worker, has in- 
creased greatly. On fewer acres, and with a farm population 3,000,- 
000 less than in 1919, the agricultural industry since 1923 has 
averaged a larger volume of production than in the years immedi- 
ately following the war. This suggests the practical certainly that 
relative costs of production have been reduced despite continuing 
high overhead and labor expense, a view that is strengthened by 
data recently made available showing a tremendous recent increase 
in the use of large power units in agriculture. Another indication 
that the purchasing power index does not record all the progress 
achieved is the fact that since 1921 net farm incomes, with some 
recession in 1926-27, have increased more rapidly than the unit 
purchasing power of farm products. It is a reasonable inference that 
the farmers, through increased efficiency, are offsetting, to some 
degree at any rate, the effect of unfavorable relative prices. 


HOOVER’S ANNUAL REPORT 


Secretary Hoover, of the Department of Commerce, in his 
annual report for the fiscal year ended June 30, 1927, says that, 
in the last two fiscal years, a conspicuous increase has occurred 
in the volume of railroad freight traffic, even as compared with 
the high figures for the fiscal years 1924 and 1925. He says: 


The ton-mileage of freight in 1925-26 was about 8 per cent greater 
than the year before, and 1926-1927 showed a further increase of 
about 5% per cent. This gain in traffic was accomplished with 
an insignificant addition to the number of employes, a fact indi- 
cating the continued advance in the efficiency of the railways 
which has been going on since the close of the war. The in- 
crease in the volume of freight traffic has, in the absence of 
any significant changes in freight rates, served to add to the 
operating revenues of the railways and to increase their net op- 
erating income. Total operating revenues in 1926-27, exceeded 
the record figures of the preceding year by nearly 2 per cent, and 
there was a slight increase also in net operating income, which 
was thus the highest ever reported. 


Mr. Hoover says the increased prosperity of the railroads 
in the last few years has gone hand in hand with steady im- 
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provement in the services rendered to the public, and that the 
chronic car shortages of former years have been overcome. 
Continuing, he says: 


The proportion of rolling equipment in bad order, both cars 
and locomotives, has been greatly cut down; in this respect the 
fiscal year 1926-27 marked the most satisfactory situation re- 
ported for many years. The tonnage per train has been increased; 
the average train in 1926-27 carried 786 tons of freight, as com- 
pared with 656 in 1922. More important still, from the standpoint 
of the general public welfare, delays in the movement of traffic 
have been greatly reduced. The expedition of railway service has 
reacted favorably upon the entire economic structure. It is esti- 
mated that the rapidity of freight transportation is now from 
30 to 40 per cent greater than at the close of the war. 

The improvement in railway service has resulted to a great 
degree from the efforts of the railway companies themselves, but 
an important auxiliary factor has been the cooperation of shippers 
and receivers of merchandise. The regional advisory boards of 
the American Railway Association, comprising representatives of 
producers and distributors, have served an important purpose. 
The organization of the system was carried to completion last 
year. Through the cooperation of these boards transportation 
needs have been analyzed and anticipated, car requirements esti- 
mated in advance, the loading of cars made heavier, and delays 
in loading and unloading cut down. 

Motor Transport.—The rapid increase in the use of motor 
trucks and motor busses in conjunction with older forms of trans- 
port has been remarkable, and this increase reflects to a large 
degree the rapidly changing conditions in modern methods of 
transportation and the progress made in highway surfacing. 

Seventy-two railroads now use trucks to supplement regular 
shipping service—46 in terminal operations, 15 in the form of 
store-door delivery, and 11 to replace local freight trains. On 
January 1, 1927, railways had more than 225 trucks operating, 
the route mileage being 4,226. Competing services had 43,207 
trucks covering 607,029 route-miles. Registration of all trucks 
in the United States was 2,764,222, compared with 2,432,017 the 
previous year. : . 

Sixty steam railroads have 1,253 busses in operation, covering 
11,440 route-miles, while there are 19,099 busses operated in com- 
petition with railroads, the route mileage being 334,522. Electric 
railroads in 1927 were using 7,284 busses, compared with 5,150 
the previous year. Common-carrier bus-route mileage increased 
from 232,340 in 1926 to 270,068 miles this year. The total number 
of busses in operation increased from 69,425 to 80,040 during the 
year, 

Ocean Shipping.—Noteworthy encouragement prevails in ocean 
shipping throughout the world. Basicly, the industry has made 
substantial progress toward stability. The volume of oversea 
trade has increased slowly but steadily and only a small amount 
of idle tonnage remains out of employment. 

Idle tonnage in the leading maritime countries of the world 
reached a new low postwar level and totaled only 3,968,000 gross 
tons at the end of July, 1927, or 35 per cent less than a year 
earlier. The decrease in idle tonnage in the United States 
amounted to 853,000 tons, or 22% per cent. Shipping in existence 
throughout the world, including only sea-going steel and iron 
steam and motor vessels of 100 gross tons and over, aggregated 
59,612,000 gross tons, an increase of 1 per cent over that of the 
previous year. In contrast with the general trend there was a 
reduction in the fleet of the United States amounting to 180,000 
tons, or about 2 per cent. 

Shipping under the American flag, documented for the foreign 
trade, declined by 11 per cent, but that documented for the coast- 
ing and lake trade increased by 7 per cent. American vessels 
carried 31 per cent of the tonnage of our ocean-borne foreign 
trade in the calendar year 1926, as against 37 per cent in the 
preceding year. This drop, however, was largely the result of 
the heavy shipments of coal to Great Britain following the British 
coal strike; such shipments, naturally, were carried by tramps, 
relatively few of which are under the American flag. 

The outstanding feature in shipbuilding during the year was 
the growth in the construction of motor vessels. At the close of 
June, 1927, the tonnage of such vessels being built throughout the 
world even exceeded the tonnage of steam vessels. In the United 
States, however, the reverse was true; motor vessels represented 
only 20 per cent of the total. 


RELIEF FOR AGRICULTURE | 


Lewis E. Pierson, president of the Chamber of Commerce of 
the United States, has announced the appointment of a commit- 
tee of the chamber, headed by Dwight B. Heard of Phoenix, 
Arix., as chairman, to consider the report of the Business Men’s 
Commission on Agriculture and report to the board of directors 
a course of action with reference thereto. The commission was 
created by the chamber and the Industrial Conference Board, 
but it arrived at its conclusions without reference to either or- 
ganization. After the chamber’s committee has made its report, 
it will be determined whether the commission’s conclusions 
should be submitted to the chamber’s members for action. (See 
Traffic World, Nov. 19, p. 1142.) 


NEWTON LEGISLATIVE STATEMENT 


Representative Newton of Minnesota, a member of the 
House committee on interstate and foreign commerce, has issued 
a statement outlining his views as to transportation legislation 
in the coming session of Congress. The statement follows closely 
the address made by Mr. Newton before the National Industrial 
League, November 16. (See Traffic World, November 19, p. 1163.) 





MONEY FOR BARGE LINES 
Senator Shipstead of Minnesota has appealed to Secretary 


of War Davis for co-operation in obtaining additional money for . 


the government barge line on the upper Mississippi river. The 
last Congress appropriated $2,000,000 for the purchase of the 
remainder of the $5,000,000 of stock of the Inland Waterways 
Corporation and part of that money has been used on the upper 
Mississippi line. 
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Current Topics 
in Washington 





Words, Their Use and Abuse.—‘‘What you keep by you, you 
may change and mend; but words once spoke can never be 
recall’d,” said the man who thought to teach the art of poetry. 
Some of the things that have happened to the Commission, nota- 


. bly in the Hudson mule case, and in the roar of protest that 


has been stirred up among the iron and steel makers on ac- 
count of the proposal of the carriers in Official Classification 
territory to raise the rates on coiled nut rods, suggest that the 
commissioners are not students of Roscommon’s Art of Poetry. 
Perhaps they are, but have not laid to their souls the solemn 
observation, “But words spoke can never be recall’d.” In the 
Hudson mule case they said the rates were not unreasonable. 
Nevertheless, they awarded reparation. On that award shippers 
built hopes. The courts, however, destroyed them. In the 
Standard nut and bolt case, the Commission again said the 
rates were not unreasonable. However, it said they were un- 
duly prejudicial, on which the railroads founded their increase 
as a method for removing the discrimination or prejudice. The 
schedules proposing the increases, unless suspended, will become 
effective December 10. If they are suspended, the Commission 
will have staring in its face the conclusion, set forth in its 
report in the Standard case, that the present rates are not so 
high as to be unreasonable. If they are not, the Commission 
will have before it the declaration of dozens of manufacturers 
and users of the rods that the basis put into effect is “revo- 
lutionary” and will destroy investments. The thought is that 
the Commission should never say rates are not unreasonable 
unless it has made an exhaustive study. If it feels it has to 
answer a charge of unreasonableness, it can say that, on this 
small record, they have not been shown to be unreasonable. 
Often, the reader of a Commission report is struck by the fact 
that it seems to go out of the way to say rates are not unrea- 
sonable but unduly prejudicial, as if it were necessary to say, 
as a foundation for a third section finding, that there is no 
violation of the first section. As a matter of fact, a declaration 
that would withstand attack would be that the evidence is not 
complete enough to warrant a finding as to the first section, 
but that it does prove a violation of the third. Such a finding, 
on its face, would be a warning to the carriers that, if they 
proposed to remove the undue prejudice by increasing the lower 
rates, they would be without support, in the report, on such 
a move. There is no obvious necessity for a finding as to the 
first section as a foundation for a finding under the third. It 
is suggested that, if the Commission makes no finding in regard 
to a charge of unreasonableness, but makes a finding of undue 
prejudice, there is a natural implication that the evidence in 
regard to the first section is not convincing, either that the rate 
is or is not unreasonable. In other words, the evidence lets 
the rate stand just as if it had not been subjected to attack. 
A finding that the rate had not been shown to have been un- 
reasonable would be notice that, while testimony on the subject 
had been given, it did not convince the Commission that the 
rate was obnoxious to the first section. Such a finding would 
be a warning to the carriers to be careful, if they were of a 
mind to remove the undue préjudice by raising the rate. Many 
times the Commission finds that a rate has not been shown 
to have been unreasonable. At times, it has been suspected 
that that sort of a finding was being made to avoid the obliga- 
tion to make an award of reparation. However, the rule Ros- 
common laid down is not bindnig on the Commission. It can 
speak words and recall them whenever it thinks it should do 
so. But it would look better if care in the use of words were 
shown before they were spoken. Employment of “weasel words” 
of qualification would enable the Commission to put a good 
face on a report growing out of action taken by the carriers 
in removing undue prejudice. It could say, accurately, that it 
had said it had found that the record did not warrant a finding 
of unreasonableness, but that such a finding was not equivalent 
to a finding that the rates were reasonable. 





If Ever Americans Revolt.—Almost everyone who has to 
come into contact with the Department of State comes out of 
that phase of his life seeing red and wishing he knew the Latin- 
American recipe for starting a revolution, especially if he has 
tried to obtain a passport. One of the requirements is a birth 
certificate. Birth certificates are rare things in the United 
States. Even in Washington, where there has been a pretense 
of keeping vital statistics for a long time, they are hard to 
come by. Births are registered in the shadow of the State De- 
partment—if the attending physician happens to think about it 
and if the clerk whose business it is to record certificates when 
received is not too tired. In the country districts not even a 
pretense is made in many communities. Yet the first thing the 
State Department demands is a certificate showing the date 
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and place of birth. Will Rogers told about his experience in 
undertaking to satisfy the desires of the European-minded, tea- 
drinking, spat-wearing young men of the State Department. 
It evoked the sympathies of Americans who had been subjected 
to the same irritations at the hands of those who are supposed 
to serve them and make life easier for them. The immigration 
officials aid and abet the State Department young men. In 
time, there will be enough Americans who have received the 
State Department third degree, with its immigration office frills, 
to enable someone to start a Latin-American revolution. The 
State Department men seem to be so imbued with monarchical 
notions as to how the foreign office should be run that, in effect, 
if not in theory, they think a treaty is more binding than a later 
statute of the United States. 





Oil Men Talked Too Much.—Last spring, when the Seminole 
oil field was spouting oil at the rate of 500,000 barrels a day, 
some of the giants of the petroleum industry came to Washing- 
ton crying for help. They did not wail as loudly as they in- 
tended to because, before they got here, someone suggested it 
would be poor business to ask the government to approve steps 
the industry might take to conserve oil by authorizing restrictive 
measures in view of the fact that the industry, broadly speak- 
ing, did not want to be regulated by the government in any 
particular. In fact, the meeting at which the oil men were ex- 
pected to show some wailing that was wailing was noted for 
the dumbness of usually talkative executives. The fear of the 
paralyzing hand of government, as many men in industry regard 
that hand, made them taciturn almost to, the point of impolite- 
ness toward Secretary Work, chairman of the oil conservation 
board appointed by President Coolidge two years ago. Now the 
oil men, with few exceptions, are more sorry than they were 
in May that they talked at all. They wish they had never 
asked for an interview with any government official but, instead, 
had made such provisions as they thought necessary to check 
the flood of oil. They are sorry because Secretary Work made 
their plea the text for a speech to the American Bar Association 
suggesting the appointment of a committee to consider what 
legislation was necessary to enable the federal government to 
help conserve oil by preventing the drilling of unnecessary wells. 
A committee has been appointed and is going to work on the 
assumption that legislation is necessary. The fact that the oil 
men came to Washington asking for help is being used to show 
that the industry thinks legislation is needed and desirable when, 
as a matter of fact, the sentiment seems to be the other way. 
If the oil men now oppose legislation, the ardent conservationists, 
who believe coming generations are almost certain to be unable 
to take care of themselves, will assert that the industry is 
opposed to conservation. Its leaders assert they are not op- 
posed, but they are opposed to government regulation... They 
believe, to a large extent, that, if the government once puts 
its hands on any phase of the matter, it will follow the example 
of the camel that nosed the kind-hearted man out of his tent. 





Labor Secretary Dislikes Anti-Trust Laws.—James J. Davis, 
head of the Labor Department, thinks the anti-trust laws should 
be modified so as to permit more consolidations. In his annual 
report he says he has seen several industrial situations in which 
it seemed that consolidations or combinations would have been 
of much benefit to the general public and to those “who have 
been directly concerned,” meaning thereby the employes who 
were striking of threatening to strike. Like many other organ- 
ized labor leaders, Mr. Davis employs language that seems to 
conceal thought, even if not so intended. It is inferred, how- 
ever, that he does not like the application of the anti-trust laws 
in such way as to hamper organized labor. He suggests that 
it is only when trade is flagrantly restrained that competition 
is endangered by monopolistic combinations. Usually, a labor 
leader calls loudly for the enforcement of anti-trust laws. Not 
so with Davis. In his report he says it frequently appeared that 
improvements could be made “in the present status of our anti- 
trust principles.” In interviews Mr. Davis has said, without loss 
of directness, that he believes in combinations because the 
larger a unit in any industry, the easier it is to keep within 
bounds; that it is the relatively small units in industry that 
make trouble for both the employer and the employe. Big com- 
panies, he thinks, could be handled more easily, be more regu- 
lar in their production, and pay a larger share of the profit to 
the producers of the articles manufactured or handled. That 
is why he looks coldly on the anti-trust laws and suggests that 
they could be modified with profit to everybody interested and 
without hurt to the public interest. 





Strain on Credulity—Two things have happened within a 
week that strain credulity to the breaking point. The first is 
that the Pennsylvania Public Service Commission has ordered 
a rate on sulphuric acid, from Natrona to Brackenridge, Pa., so 
low as to constrain the Pennsylvania Railroad to tell the Com- 
mission that it threatens the federal rate structure and gives 
Pennsylvanians an undue preference. The other is the assertion 
of a reputable family newspaper in Washington that liquor dis- 
tillers in Maryland and Virginia are in such a price war for 
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control of the Washington market that they have cut the price 
of rye and corn moonshine to $2.41 a gallon. The idea of any 
governmental institution in the keystone commonwealth doing 
anything offensive to the railroad that commonwealth promoted 
is almost unbelievable. Unless one thinks back to the time of 
the whisky rebellion, the idea of Pennsylvania doing anything 
contrary to the wishes of the federal government is also ab- 
horrent to common experience. Yet it is so asserted, even as 
the staid old family newspaper in Washington declares that 
the price of moonshine has been cut to $2.41 a gallon. That 
newspaper is devoted to prohibition—so much so that it has 
probably got its unit of measure mixed. Three dollars a quart 
for moonshine has ben the price practically all the time since 
the advent of prohibition. If there is a price war, the quart 
price may have been cut to the bargain price figure mentioned 
as the cost a gallon. No matter, however, what the fact may 
be, the Pennsylvania and an upright newspaper in Washington, 
in the same week, have asked readers of newspapers to believe 
things that, a few years ago, would have been set down as obvi- 
ously untrue.—A. E. H. 


ASHBURN UNDER ATTACK 
The Trafic World Washington Bureau 


Dissatisfaction among some supporters of the upper Mis- 
sissippi River barge service with the manner in which the Inland 
Waterway Corporation is operating that service, according to 
reports reaching Washington, has led to demands that Major 
General T. Q. Ashburn be removed as executive of the waterway 
corporation and that Theodore Brent, recently dismissed as 
traffic manager of the corporation, be reinstated. Resolutions 
have been adopted calling for the removal of General Ashburn, 
according to the reports, one of which is to the effect that the 
city council of St. Paul, Minn., has adopted such a resolution. 

Reports as to dissatisfaction with the upper Mississippi 
service were commented on at the White House, November 29. 
It was said that President Coolidge had only a very general 
knowledge regarding the service, but that he had understood that 
the service was very much appreciated. The President was said 
to feel that the service was a new project and that, naturally, 
it could not be worked out to the satisfaction of all at once, and 
that the government management was doing the best it could 
to make the service available and beneficial. In the President’s 
view, it was quite natural that the service could not go ahead 
as fast as some interested parties would like to have it go, 
without making commitments that might be undesirable and 
result in loss. The President was said to feel that the govern- 
ment was trying to build on a safe and solid foundation. It was 
pointed out that the service was in the nature of a demonstration 
and that, if it should prove successful, it should be taken over 
by private capital. 

The President, it was said further, did not know that General 
Ashburn was going ahead with the service as fast as some 
of those interested desired, but that the general was especially 
well equipped for the work. If there was disagreement, accord- 
ing to the view of the President, patience and forbearance prob- 
ably was required on both sides. The President had not made 
inquiries about specific differences, it was said. 

The executive board. of the Minnesota River Improvement 
Association has adopted a _ resolution charging that General 
Ashburn is not in sympathy with the development of barge 
transportation on the upper Mississippi and that he held up the 
use of $1,200,000 appropriated by Congress for additional equip- 
ment on the upper river for four and one-half months without 
any reasonable excuse and thus delayed development of the 
barge service on the upper Mississippi. 

General Ashburn said, December 1, he had nothing to say 
with respect to criticism of him in connection with the upper 
Mississippi service. 


NATIONAL ASSOCIATION OF OWNERS 


“In order that the 70,000,000 citizens whose interests are 
involved may have a voice in the activities of the new Congress 
toward railroads and public utilities,” the National Association 
of Owners of Railroad Securities has laid down a program for 
the expansion of its functions. It will provide a means through 
which these actual owners may help guide the destinies of their 
properties. 

Some fifty of the members of the advisory and executive 
committees of the association voted to change its name to 
“National Association of Owners of Railroad and Public Utility 
Securities,” so as to provide a more comprehensive understand- 
ing of the original purpose of the association, when it was 
established in 1917. The meeting was called by Milton W. 
Harrison, president of the association and a trustee of the 
Bowery Savings Bank. Outstanding among the purposes of the 
association are the following: 


(1) To provide a method for collective action by owners of rail- 
road and other securities for the purpose of maintaining and im- 
proving the credit of the corporations issuing them. ‘ 

(2) To protect and assist in steps for stabilizing the securities 
issued by railroads and other public utilities of the United States. 

(3) To organize, promote and carry out, in the public interest, 
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a campaign of education, that the public may be informed of the 
extent to which all citizens are directly interested in the welfare of 
public utilities and railroads, and in the securities issued by them. 
Also to point the necessity for collective action to protect investments 
made in railroad, public utility, and other securities, in order that 
the credit of such corporations may be maintained, resulting in a 
better and more economical service to the people. 


Miiton W. Harrison was re-elected president. Henry Bruere, 
of New York, was appointed treasurer, and the following were 
elected as District Vice-Presidents: Darwin P. Kingsley, presi- 
dent, New York Life Insurance Company; T. K. Glenn, president, 
Trust Company of Georgia, Atlanta; M. A. Traylor, president, 
First Trust and Savings Bank, Chicago; I. H. Kempner, president, 
United States National Bank, Galveston, Texas; George I. Coch- 
rane, president, Pacific Mutual Life Ins. Co., Los Angeles. 


In outlining the scope and purpose of the work in hand, 
President Harrison said with respect to railroads: 


Of great importance to our interest is the question of primary 
valuations. Under the authority of the Interstate Commerce Act 
the Commission has prosecuted this work for more than a decade 
along lines which it has itself laid down. The Commission’s methods 
have been earnestly protested by parties at issue and with the 
greatest divergence of opinion. Several attempts have been made 
by protestants to secure review by the Supreme Court but such 
petitions have been dismissed pending the time the Commission 
seeks to make practical application of its valuation findings. Such 
Court review will probably be had in the early months of 1928. It is 
of great importance to us that valuation principles and procedure 
are still in a formative state and are susceptible of being molded 
by Congress and by courts along lines radically different from those 
adopted nd the Commission. Valuation organizations representing 
irreconcilable interests are being maintained in Washington. These 
include besides the railroads themselves and state public service 
commissions, the organizations of Labor, and such, for example, as 
the National Conference on Valuation fathered by the late Senator 
LaFollette and still active under Congressional leadership. It must 
be manifest that these interests emphasize the necessity and urgent 
importance of our concerted action. Our duty to take a position 
consistent with sound public policy is clear-cut. 

Likewise that phase of valuation looking to recapture is in its 
infancy. In the event the Commission’s ruling in the O’Fallon case 
is reversed by the Court, a flood of bills dealing with the subject 
is to be expected in the new Congress. So far as I am advised, no one 
has undertaken to study the O’Fallon decision from the aspect of its 
effect upon national transportation. This latter feature obviously 
should be of great importance to the Commission, to the Supreme 
Court, to Congress, and of supreme importance to investors. 

There are almost daily before the Interstate Commerce Com- 
mission finance dockets involving the issuance of retirement of 
security issues with which we are most directly concerned. There 
are pronounced indications that the Commission is slowly evolving 
a policy on financial structures which will in the future be control- 
ling upon it. We should certainly know how our interests are 
affected in these cases and be in a position effectively to intervene 
when necessary. Railway taxation also is receiving constantly in- 
creasing attention on the part of executives, legislators and others. 
The relation between valuation for rate-making and for taxation 
should be more earnestly studied and we should, I believe, parti- 
cipate constructively to inform the public on this and similar matters. 


PETITIONS FOR REHEARING, ETC. i 


No. 18328, Federal Clay Products Co. vs. Atlantic Coast Line 
et al. Complainant petitions for reopening or reconsideration. 

I. and S. No. 2414, salt between western and southwestern 
points, and cases grouped therewith. The Santa Fe; Rock 
Island; Chicago, Rock Island & Gulf; Gulf, Colorado & Santa 
Fe; Kansas City Southern; Missouri-Kansas-Texas; Missouri- 
Kansas-Texas of Texas; Missouri Pacific; Panhandle & Santa 
Fe; St. Louis-San Francisco; St. Louis-San Francisco & Texas; 
Kansas City, Mexico & Orient; Texas & Pacific; and Union 
Pacific, defendants and respondents herein, petition the Com- 
mission to vacate and set aside the orderes entered in the above 
cases on April 4, 1927, denying their petition for rehearing, and 
to reconsider their said petition for rehearing. 

I. and S. No. 2904, Furniture from Ft. Smith, South Ft. Smith 
and Van Buren, Ark., to Birmingham, Ala., embracing also a 
reconsideration of No. 17031, Florence Chamber of Commerce 
vs. Louisville & Nashville et al. Louisville & Nashville, one of 
the respondent carriers in this proceeding, requests Commission 
to so modify its report and order of October 22 as to exclude 
this respondent from the force and effect thereof. 

No. 18685, Magor Car Corp. vs. Delaware, Lackawanna & 
Western. Complainant’s motion to strike intervener’s reply to 
complainant’s brief of exceptions to report proposed by Exam- 
iner Aplin. 

No. 18533, The Charles E. Hires Co. vs. Akron, Canton & 
Youngstown et al. Complainant petitions for reopening for oral 
argument. 

No. I. & S. 2971, Crude Borate, Amargo, Calif., to Texas 
gulf ports. Los Angeles Chamber of Commerce petitions for re- 
hearing therein. 

No. 15026, Oklahoma Millers’ League vs. Alabama & Mis- 
sissippi Railroad et al. Santa Fe petitions to exclude its stations 
Libbey to Felt, Okla., inclusive, from order of the Commission 
therein. 





REORGANIZATION OF ORIENT 


The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, the finance proceedings 
in Nos. 4705, 4814, 4818, and 4826, involving reorganization of 
the Kansas City, Mexico & Orient. 
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PILING DUNNAGE ALLOWANCE 


The Commission, by division 4, in No. 17040, Edward Hines 
Yellow Pine Co. et al. vs. Akron, Canton & Youngstown et al., 
mimeographed, has found unreasonable the failure of the de- 
fendants to provide an allowance for dunnage on shipments of 
piling and poles, in open cars, from points on the Mississippi 
Southern, in Mississippi, to interstate destinations. It has or- 
dered them to establish an allowance of 500 pounds per car not 
later than February 3. 

In the course of its report in the case the Commission went 
back to its early reports for authoritative precedents to show 
that a dunnage allowance for shipments in open cars was gen- 
eral or should be general. It discussed cases beginning with Na- 
tional Lumber Dealers’ Association vs. Atlantic Coast Line, 14 
I. C. C. 154. 

Reparation was denied in this case. For an authoritative 
precedent on that point the Commission went back to the era 
of unreported cases. It used Docket No. 5981, sup No. 2, Berry 
Lumber and Stave Co. vs. M. & O., unreported opinion No. A-771, 
to back its denial of reparation in this case. In that case the 
question was as to whether there should or should not be a 
dunnage allowance on logs. The carriers undertook to differen- 
tiate between logs and lumber so as to deny a dunnage allow- 
ance on logs. The Commission, however, decreed an allowance 
on the authority of the early cases discussed in this case. In the 
Berry case it said it had given careful consideration to the argu- 
ments advanced by the defendants in support of their position, 
but that upon the facts and following decisions in other cases, 
it found that the carriers should allow a deduction of 500 pounds 
for damage used on shipments of logs in or on flat or gondola 
cars, and that the denial of such allowance was unreasonable. It 
was its view, however, that “substantial justice does not require 
that reparation be awarded on past shipments.” In disposing of 
the reparation question in this case the Commission said: ‘“Fol- 
lowing Berry Lumber and Stave Co. vs. M. & O., supra., repara- 
tion will be denied.” 


LAKE CHARLES NEWSPRINT RATE 


The Commission, by division 3, in I. and S. No. 2966, news- 
print paper from Lake Charles, La., to Shreveport, La., mimec- 
graphed, has found justified a proposed reduction in the inter- 
state rate on imported or coastwise shipments of newsprint 
paper, carloads, from Lake Charles to Shreveport, from 55 to 
38.5 cents, over the line of the Kansas City Southern. It has 
found not justified a proposal to increase a commodity rate of 
27 cents to 38.5 cents, on the like traffic, for application over 
the Missouri Pacific and the Texas & New Orleans. The sched- 
ules have been ordered canceled without prejudice to the filing 
of new ones in conformity with the findings. 

Upon protest of the Lake Charles Harbor & Terminal Dis- 
trict and the Shreveport Chamber of Commerce, the schedules 
were suspended. Lake Charles protested as a Gulf port, claim- 
ing that it was entitled to the advantage of its location. It is 
reached by a channel through Sabine Pass, the Sabine River, 
the Calcasieu Navigation Channel and the Calcasieu River, 75 
miles long. The report said that large sums of money had been 
spent by federal, state and local governments for improving its 
marine approach, its harbor and terminal facilities. The Ship- 
ping Board has recognized it as a port and has included it in 
its schedule of sailings. Lake Charles, the report says, has 
steamship service to many foreign ports, as well as coastwise 
service, to the principal ports of this country. 

The Kansas City Southern, the report said, was the only 
respondent represented at the hearing. It contended, according 
to the report, that the rate from Lake Charles to Shreveport 
should be no lower than the rate from New Orleans to Shreve- 
port. The difference in distance, as shown by figures in the 
report, is about 120 miles in favor of Lake Charles. The New 
Orleans-Shreveport rate, the report says, has recently been 
increased from 27 to 38.5 cents. Lake Charles claimed it was 
entitled to the benefit of its location on short-haul traffic and that 
the costs of handling traffic through its port were no greater 
than those through other ports, but that, owing to more frequent 
sailings to and from New Orleans, the New Orleans basis of 
rates was not low enough to attract tonnage to Lake Charles 
in all cases. 

Citing Galveston Commercial Association vs. G., H. & S. A., 
128 I. C. C. 349, the Commission said that Lake Charles occupied 
the same status as other Gulf ports and was entitled to the 
same rate advantages as were accorded other ports. 

The Kansas City Southern, the report said, offered no justi- 
fication for increasing the commodity rate of 27 cents other 
than its contention that the rates on newsprint from Lake 


Decisions of Interstate Commerce Commission 





ie 


Charles to Shreveport should not be lower than the rates from 
New Orleans to Shreveport, which recently had been increased 
from 27 to 38.5 cents, by reason, the carrier said, of the decision 
in El Dorado Chamber of Commerce vs. Rock Island, 126 I. C. C. 
443. In that case the Commission found a rate of 45.5 cents 
from New Orleans to El Dorado, Ark., unduly prejudicial to the 
extent it was more than 7 cents over the rate from New Orleans 
to Shreveport. The proposal was to make the rate from Lake 
Charles to Shreveport 38.5 cents over all routes, by reducing 
the Kansas City Southern’s fifth class rate of 55 cents to that 
figure and increasing the 27-cent commodity rate of the other 
lines to the same amount. The decision, however, leaves the 
Kansas City Southern with a reduced rate which will still be 
higher than the rate over other lines. 


WESTERN CEMENT RATES 


The Commission, on further hearing in No. 8182, Western 
Cement Rates, opinion No. 12677, 132 I. C. C. 273-81, has re- 
stricted the relief from the long-and-short-haul provision of the 
fourth section granted in the former reports, 48 I. C. C. 201, 52 
I. C. C. 225, and 69 I. C. C. 644, so that it will apply over unduly 
circuitous routes. The further hearing was on two propositions 
for restrictions, put into the alternative, as follows: 


1. That the relief shall not apply to circuitous routes that are 
more htan a certain percentage longer than the short line between 
competitive points, the percentage to vary according to the length 
of the haul involved; for example, 125 per cent longer when the short- 
line distance does not exceed 25 miles, 100 per cent where the dis- 
tance via the short line is 26 to 50 miles, and 80 per cent where the 
short-line distance is from 50 to 100 miles, etc., or 

2. That the relief shall not apply when the rate which is to be 
established by the circuitous line to meet short-line competition is 
less than a certain percentage of the rate under the mileage scale 
for the distance via the circuitous line between the competitive points 
involved; for example, if the rate under the mileage scale for the 
distance between two competitive points via a circuitous route is 
30 cents the relief would not apply if the rate proposed to meet short- 
line competition between the said points is less than 80 per cent of 
the normal rate of 30 cents. 


Limitations or restrictions contained in the relief granted 
in brick and clay products in the South, 113 I. C. C. 380, were 
taken as a guide by the Commission in this case. In disposing 
of it the Commission said: 


We find nothing of record in the instant case, especially in view 
of the evidence that traffic is being handled over unduly circuitous 
routes, to warrant the continuance of fourth-section relief without 
limitations similar to those imposed in connection with the fourth- 
section relief granted in the above proceedings. Fourth-section order 
No. 7260 therefore will be amended so that the relief authorized therein 
shall not apply (1) where the short line is 150 miles or less and the 
longer line or route is more than 70 per cent circuitous; (2) where 
the short line exceeds 150 miles in length and the longer line or 
route is more than 50 per cent circuitous, provided, however, that 
where the short line exceeds 150 miles and the longer line or route 
does not exceed 255 miles, relief will apply to such longer line or 
route even though the said longer line or route is more than 50 per 
cent circuitous. 

In complying with the provisions of this order distanecs to and 
from points that are not basing points may be disregarded and dis- 
anton to and from points on which they base may be used in lieu 
thereof. 


An’ optional rule prescribed in this case, to be used if the 
carriers do not desire to show specific routing, is as follows: 


The rates named in this tariff between any two points apply via 
all routes composed of lines parties to the tariff over which the dis- 
tances do not exceed those shown in column 2 below opposite the 
corresponding rates shown in column 1. 


Column 2, 
Coulmn 1, rates per 100 pounds distances, 
— miles 
5 
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2. On account of the manner in which the scales prescribed in 
this case are graded the use of this rule where the short-line distances 
are a 30 miles would not prevent routing over lines unduly 
circuitous. 


These changes have been incorporated in supplemental 
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fourth section order No. 7260, effective March 4, and that order 
made a part of the report in this case on further hearing. 


LARD SUBSTITUTE RATES 


The Commission, in No. 14451, Procter & Gamble Distrib- 
uting Co. et al. vs. Abilene & Southern et al., and cases joined 
with it, has modified its summary of the averments in No. 


14653, Texas Chamber of Commerce et al. vs. Alexandria &_ 


Western et al., so as correctly to show the time of the filing of 
that complaint and the day on which it alleged reparation should 
begin to run on shipments covered by the complaint. 


INTERMEDIATE RULE OIL RATES 


The Commission, by division 1, has entered an order of dis- 
missal in No. 15822, Indian Refining Co. vs. Big Four, mimeo- 
graphed, finding applicable and not unreasonable the rates on 
petroleum products, from Lawrenceville, Ill., to Greencastle, In- 
dianapolis, Lafayette, and Fowler, Ind., in effect between May 
4, 1922, and November 20, 1923. Six or seven shippers and ,e- 
ceivers of petroleum products intervened to claim whatever the 
Commission might hold was due the title complainant. The 
claim was that a 16-cent rate, in effect from Lawrenceville to 
Chicago, was applicable under the intermediate rule at the In- 
diana points. 


POTATO RATES PRESCRIBED 


The Commission, by division 3, in No. 18029, George E. 
Freeby vs. A. C. L. et al., mimeographed, has found unreason- 
able and unduly prejudicial the rates on potatoes, in carloads, 
from Mt. Olive and Bethel, N. C., to Lehighton, Pa., and pre- 
scribed new ones to be made effective not later than January 12. 
It found the present rates of 87 and 84 cents unreasonable and 
unduly prejudicial to the extent they exceeded, exceed, or might 
exceed 78 cents from Mt. Olive and 75 cents from Bethel, pre- 
scribed them for the future and awarded reparation. The rates 
were alleged to prefer other points in Pennsylvania and to be 
in violation of the long-and-short-haul part of the fourth section 
in addition to being unreasonable. 


ADDITIONAL COTTON AWARDS 


The Commission, by division 3, in No. 14346, Houston Cotton 
Exchange & Board of Trade et al. vs. Abilene & Southern et al., 
mimeographed, on further hearing, has made additional awards 
of reparation on shipments of cotton not treated in the original 
decision, 92 I. C. C. 363. In the original report the Commission 
found unreasonable the any-quantity rates, on cotton from points 
in Texas and Oklahoma to Galveston, Tex., for export, and 
awarded reparation on some shipments. No evidence as to ship- 
ments made by members of the complaining organizations was 
taken in some instances. The case was held open to permit the 
introduction of testimony as to shipments made by such mem- 
bers. That hearing has been held and awards made in accord- 
ance with the showing made by shippers claiming the benefit 
of the finding of unreasonableness. 


PAPER PAN LINER RATING 


The Commission, by division 3, in No. 18851, Sherman Paper 
& Box Co., Inc., vs. Akron, Canton & Youngstown et al., mimeo- 
graphed, has found unreasonable the rating on paper pan liners, in 
less than carloads, from Boston, Mass., to destinations in Official, 
Western and Southern classifications, to the extent they exceed 
second class. The rating is now first class. The carriers have 
been ordered to establish the lower rating not later than January 
20. Reparation has been awarded to the lower basis. Pan 
liner paper is used by bakers. The liners adhere to the cakes 
and thus serve in lieu of grease to facilitate the removal of the 
cake from the pan without breaking. 


BRUNSWICK LUMBER RATES 


The Commission, by division 3, in No. 18637, Brunswick 
Traffic Bureau vs. Atlantic Coast Line et al., mimeographed, 
has found rates on lumber and forest products taking the same 
rates, from Brunswick, Ga., to destinations in Trunk Line and 
New England territories and Ohio not unreasonable or unjustly 
discriminatory, but unduly prejudicial, to the extent they ex- 
ceed or may exceed the rates from Savannah, Ga., by more 
than one cent per 100 pounds. The rates condemned were also 
found to be unduly preferential of Savannah. The Commission 
said the complainant had not made proof of damage such as 
was required to support an award of reparation under a finding 
of undue prejudice. The Commission’s order requires the car- 
riers to remove the undue prejudice not later than February 16. 


INEDIBLE TALLOW RATES 


A finding of undue prejudice and an order to remove it 
not later than February 20 have been made in No. 18287, Darling 
& Co. vs. New York Central et al., and two sub-numbers there- 
under, Same vs. Baltimore & Ohio et al., and Same vs. Chicago 
& Erie et al., mimeographed, as to rates on inedible tallow, 
inedible grease, and various vegetable oil foots, in tank cars, 
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from Chicago, Ill., to destinations in Trunk Line and New Eng- 
land territories. The Commission, by division 3, found the rates 
unduly prejudicial to the extent they were higher than the rates 
on like commodities from Chicago to Neville Island, Pa., plus 
the rates on the same commodities, crude or refined, from 
Neville Island to the same destinations. The Commission found 
the rates assailed not unreasonable, unjustly discriminatory or 
in violation of the fourth section, as alleged in the complaint. 
It said the record afforded no basis for an award of reparation. 
Commissioner Hall dissented and said the complaint should 
be dismissed. He concurred in everything except the finding of 
undue prejudice. He said no undue prejudice to the complainant 
had been shown. 


HAY DEMURRAGE CHARGES 


The Commission, by division 3, in No. 18532, Fred M. Wil- 
liams vs. Lehigh Valley et al., mimeographed, has found that 
demurrage charges collected on 11 carloads of hay at Townley, 
N. J., were inapplicable, because the carrier did not give the 
proper notice of refusal of the hay, but that the demurrage 
charges imposed at Bushwick, Brooklyn, N. Y., were applicable. 
The charges at Townley amounted to $1,123 and at Bushwick 
$403.76. Reparation was sought for the whole amount, with in- 
terest thereon from November 18, 1921, at which time the 
charges were collected. The Commission said the Lehigh Valley 
did not comply with the rule requiring telegraphic notice of 
refusal within the time provided in the rules. The carrier con- 
tended that the giving of notice would have been a vain and 
useless thing, because the complainant knew the facts. The 
Commission said the defendants had not proved that the giving 
of notice in accordance with the provisions of their demurrage 
tariff would have been useless. Moreover, it added, it was 
immaterial whether the complainant received notice otherwise 
that the shipments had been refused, for the tariff requirement 
that consignor be advised by telegram could not be waived, such 
notice being a prerequisite to the accrual of demurrage after 
the period mentioned in the rule. 


CURBING RATE CASES DISMISSED 


The Commission, by division 3, has dismissed No. 17352, 
W. T. Macken vs. A. C. L. et al., and a sub-number, Same vs. 
Same, mimeographed, finding rates on curbing, in carloads, from 
Granite Hill and Lithonia, Ga., to St. Petersburg, Fla., on ship- 
ments made in July and August, 1925, were applicable and not 
unreasonable. 


SHEET COPPER RATE CASE 


The Commission, by division 3, has dismissed No. 18709, 
Kawneer Co. vs. Chicago & North Western et al., mimeographed, 
finding the rate on sheet copper, in straight carloads, or in 
mixed carloads with sheet brass and/or bronze and with copper, 
brass and/or bronze rods, from Kenosha, Wis., to Niles, Mich., 
not unreasonable or unduly prejudicial. The articles covered 
by the complaint were store fronts and moldings. 


WRAPPING PAPER RATE 


An order of dismissal has been made in No. 18789, Dallas 
Paper Co. vs. Texas & New Orleans et al., mimeographed, the 
Commission, by division 3, finding the rate on wrapping paper, 
in carloads, from Bogalusa, La., to Dallas, Tex., in 1924 and 
1925, not unreasonable. 


FRESH MEAT RATES 


The Commission, by division 3, in No. 18896, F. Wieber & 
Son vs. Chicago, Milwaukee & St. Paul et al., mimeographed, 
has found unreasonable the rates on fresh meats and packing- 
house products, in straight or mixed carloads, from South St. 
Paul, Minn., to Houghton, Mich., to the extent they exceeded 
57.5 cents on fresh meats and 34.5 cents on packing-house prod- 
ucts. The complainant relied upon and the Commission followed 
Armour & Co. vs. C. M. & St. P., 115 I. C. C. 68, in which the 
Commission prescribed the rates mentioned in this case They 
are now in effect. Reparation is to be made to that basis. 


WOOL NOILS AND REPARATION 


The Commission, by division 3, in No. 18871, Alexander 
Smith & Sons Carpet Co. vs. Boston & Maine et al., mimeo- 
graphed, has found unreasonable the rate of 60 cents, fourth 
class, imposed on wool noils, shipped from Forge Village and 
Graniteville, Mass., to Nepperhan, N. Y., and has awarded 
reparation. It found the 60-cent class rate unreasonable to the 
extent it exceeded a commodity rate of 38 cents contemporane- 
ously in effect from Boston, Mass., to Nepperhan. The com- 
plainant contended that Forge Village and Graniteville were in- 
termediate points on the route from Boston to Nepperhan. 
After the shipments were made the rate of 38 cents was made 
applicable from the two points of origin mentioned. The com- 
plainant contended that the Commission held that under Rule 
77 carried in the applicable tariff, the 38-cent rate was in effect 
from Forge Village and Graniteville. The carriers contended 
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that the rule did not apply because traffic from Boston to the 
final destination was not usually handled over the route upon 
which Forge Village and Graniteville would be intermediate. The 
Commission said that there was no routing restriction and that 
the rule did make the 38-cent rate applicable. 


GAS OIL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 18780, Eldorado Refining Co. vs. Santa 
Fe et al., mimeographed, as to a rate of 18.5 cents on gas oil 
from Eldorado, Kans., to Tulsa, Okla., shipped in 1926. The 
Commission, by division 3, found the rate unreasonable to the 
extent it exceeded 16 cents, the present rate. 


FIBERBOARD CAN RATES 


The Commission, in No. 16672, Brownell & Field Company 
vs. New York, New Haven & Hartford et al., mimeographed, on 
reconsideration on appeal from division 3, has reversed the 
finding in the original report, 120 I. C.’C. 229. The original 
finding was that the charges collected on fiberboard cans, in 
paper bags, in carloads, from Jersey City, N. J., to Providence, 
R. I, were not unreasonable. The new finding is that the 
charges in respect of shipments in which the cars were fully 
loaded were, are, and for the future would be unreasonable to 
the extent they exceeded, exceed, or might exceed charges 
based on actual weight and on the L. C. L. rate when the cans 
were in boxes or crates. Charges were collected at the carload 
minimum weight of 10,000 pounds on all-fiberboard cans and at 
the minimum weight of 12,000 pounds on the fiberboard cans 
with metal tops and bottoms. Second class of 60 cents was 
imposed on the 10,000 pound minimum and third class of 50 
cents on the 12,000 minimum. 

Rule 15 of the classification provides that “the charge for 
a car fully loaded must not exceed the charge for the same lot 
of freight if taken as a less-than-carload shipment.” Both kinds 
of cans, the report said, were rated at first class in less-than- 
carloads. 

Charges on the shipments in question, in all cases, would 
have been substantially less than those collected if they had 
been computed at the first class rate applied on the actual 
weight. The L. C. L. rates, the report said, were applicable on 
the all-fiberboard cans only when in boxes or crates. Those 
with metal tops and bottoms were subject to L. C. L. rates only 
when in barrels, boxes, or crates. The shipments were made in 
paper bags. Under Rule 5 of the classification articles in un- 
authorized containers take a rate three classes higher than the 
classification rating. Under that rule the cans would have been 
subject to double first class and the charges would have been 
higher than those collected. 

Defendants did not seriously contend, the report said, that 
they were entitled to a greater charge for transporting a car- 
load of loose cans than they would receive for carrying an 
L. C. L. shipment of crated cans of the same weight. They 
rested their defense, the report said, on the contention that the 
charges collected were not unreasonable for the service per- 
formed. 

Carriers are ordered to establish the new basis not later 
than January 25. Reparation was awarded. 

Commissioner Hall dissented for reasons appearing in the 
original report. Commissioner Aitchison authorized him to say 
that he joined in the expression of dissent. 


SCRAP METAL RATES 

The Commission, by division 3, in No. 18558, Southern Iron & 
Metal Co. vs. Beaumont, Sour Lake & Western et al., mimeo- 
graphed, has found not unreasonable but unduly prejudicial the 
rates on scrap metals, from Beaumont, Galveston and Houston, 
Tex., to St. Louis, Mo. It has also found them violative, in some 
instances, of the fourth section, in that the joint rates exceeded 
the aggregate of intermediates. It further found that the rates 
prescribed for the future in Consolidated Southwestern Cases, 
123 I. C. C. 203, would be the proper basis for the correction of 
the adjustment. Reparation was denied. An order of dismissal 
was entered not only as to the title case but also as two sub- 
numbers joined with it. They are Sampson Iron & Metal Co. vs. 
Santa Fe et al. and L. Pulaski Junk Co. vs. Galveston, Harrisburg 
& San Antonio et al. 


COMMISSION ORDERS 


No. 15584, Sinclair Refining Co. et al. vs. Ahnapee & Western 
et al.; No. 15585, Miller Petroleum Co. et al. vs. Ahnapee & 
Western et al.; No. 16065, Barnsdall Refining Co. et al. vs. 
Louisiana & Arkansas Railway et al., and No. 16066, North Texas 
Petroleum Traffic Bureau vs. Louisiana Railway & Navigation 
et al. Order entered therein on October 4, 1927, to become ef- 
fective January 2, 1928, has been modified so that it will become 
effective on February 15, 1928. 

No. 19699, St. Louis Coke & Iron Corp. vs. Alabama Great 
Southern et al. Semi-Steel Casting Co. of St. Louis, Dubuque 
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Shippers’ Assn., Chamber of Commerce Traffic Bureau and 
Blake Specialty Co. permitted to intervene. 

No. 19688, Sub. 2, Carolina Shippers’ Assn., Inc., vs. Nor- 
folk Southern. State of North Carolina, Department of Conserva- 
tion & Development, United States Fisheries Assn. and South- 
ern Fisheries Assn. permitted to intervene. 

No. 19680, Public Service Commission of Oregon vs. Central 
Pacific et al. Douglas County, Ore., and Roseburg Chamber of 
Commerce permitted to intervene. 

No. 19802, Armour & Co. et al. vs. Bangor & Aroostook et al. 
East Side Packing Co. permitted to intervene. 

No. 20181, Superior Zinc Corp. vs. Central Railroad of New 
Jersey et al. United Zinc Smelting Corp. and Federated Metals 
Corp. permitted to intervene. 

No. 11218, Wilbur Lumber Co. et al. vs. Director General as 
agent et al., No. 10245, Same vs. Same, and No. 11230, F. C. 
Mintzlaff et al. vs. Director General, as agent, et al. These pro- 
ceedings reopened for further hearing at such time and place 
as the Commission may hereafter direct, to determine the 
amount of reparation due under former findings. 

No. 20110, Blue Diamond Co. vs. Western Pacific et al. Three 
Forks Portland Cement Co. permitted to intervene. 

No. 20169, Detroit Soda Products Co. et al. vs. Aberdeen & 
Rockfish et al. Pennsylvania Salt Manufacturing Co. permitted 
to intervene. 

No. 19852, Castanea Paper Co. vs. Algoma Central and Hud- 
son Bay et al. The Mead Pulp & Paper Co. permitted to inter- 
vene. 

No. 14617, Acme Brick Co. et al. vs. Alabama & Mississippi 
et al., and cases grouped therewith. These proceedings, further 
reopened for further hearing at such time and place as the Com- 
mission may hereinafter direct, respecting the groupings of 
Texas points of origin and Arkansas points of origin, as to the 
traffic involved when destined to Memphis, Tenn., and other 
Mississippi river crossings south thereof. 

No. 19699, St. Louis Coke & Iron Corp. vs. Alabama Great 
Southern et al. Illinois Steel Co., American Sheet & Tin Plate 
Co., The American Steel & Wire Co. of New Jersey and Na- 
tional Tube Co. permitted to intervene. 

No. 11468, Bartlesville Zinc Co. vs. Director General as 
agent. Proceeding reopened for further consideration on the 
record as made. 

No. 19680, Public Service Commission of Oregon vs. Central 
Pacific et al. Coos County and Coos County Chamber of Com- 
merce permitted to intervene. 

No. 20041, Florida Power & Light Co. et al. vs. Atlantic Coast 
Line et al. Phoenix Utility Co. permitted to intervene. 

No. 20190, Armour Fertilizer Works vs. Butte, Anaconda & 
Pacific et al. Anaconda Copper Mining Co. and Anaconda Sales 
Co. permitted to intervene. 

No. 20099, International Paper Co. et al. vs. Akron, Canton 
& Youngstown et al. Abitibi Power and Paper Co., Ltd., per- 
mitted to intervene. 

Finance No. 3357, construction of line and bond issue by 
Detroit & Ironton. Time within which bonds may be issued 
extended to December 31, 1929. 

Finance Nos. 5955, 5967, 5968, 5969 and 5970, Gainesville 
Midland reorganization. These proceedings reopened for further 
hearing at office of Commission in Washington, D. C., December 
12, at 10 o’clock a. m., before Examiner Devoe; and effective 
date of certificate and order of October 12, 1927, has been sus- 
pended until further order of the Commission. 

No. 20062, V. B. Atkins Grocery & Commission Co. et al. vs. 
Alabama Great Southern et al. Alabama Public Service Commis- 
sion permitted to intervene therein. 

No. 17507, Humble Oil & Refining Co. vs. Beaumont, Sour 
Lake & Western et al. The order entered in this proceeding on 
October 24, 1927, which was by its terms made effective Decem- 
ber 24, 1927, has been modified so that it will become effective 
on April 3, 1928, instead of on said December 24, 1927. 

No. 17548, Celotex Co. vs. Akron, Canton & Youngstown et al. 
The order ,entered in this proceeding on October 20, 1927, which 
was by its terms made effective January 10, 1928, has been modi- 
fied so that it will become effective on March 10, 1928, instead 
of on said January 10, 1928. 


SUSPENDED TARIFFS 


In I. and S. No. 3017, the Commission has suspended, from 
November 27 until June 27, schedules as published in supple- 
ments Nos. 13 and 15 to Johanson’s I. C. C. No. 1924. The sus- 
pended schedules propose to restrict the intermediate rule on 
livestock from points in Texas so that the rates to points in 
Indiana taking Chicago, IIll., rates and all points in the state 
of Illinois and west thereof, will not apply via routes operating 
east of the line of the Elgin, Joliet & Eastern from South Chi- 
cago, Ill., via Gary, Ind., to Hartsdale, Ind., thence New York 
Central from Hartsdale, Ind., through Schneider, Kentland and 
Handy, Ind., thence Illinois-Indiana state line to the Ohio river. 
Higher combination rates will apply when traffic is moved via 
routes east of the line above described. The following is illus- 
trative: 
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Rates in cents per 100 pounds on cattle, carloads, from Fort Worth, 
Tex., to Chicago, Ill., present 6144, proposed 79%. 


In I. and S. No. 3018, the Commission has suspended, from 


‘November 28 until June 28, schedules as published in the fol- 


lowing tariffs: Chicago, Milwaukee & St. Paul Supplement No. 4 
to I. C. C. No. B-4796; Supplement No. 1 to I. C. C. No. B-4958; 
Great Northern Supplement No. 2 to I. C. C. No. A-5920; North- 
ern Pacific Supplement No. 3 to I. C. C. No. 7637; Supplement 
No. 2 to I. C. C. No. 8034 

The suspended schedules propose to cancel all joint class 
and commodity rates between Fargo, Grand Forks, Cassellton 
and Wahpeton, N. D., including Graceville, Minn., and points on 
the Minneapolis, St. Paul & Sault Ste. Marie Ry. (Soo Line) in 
North Dakota, South Dakota, Minnesota and Montana, applying 
combination rates in lieu thereof. The following class rates in 
cents per 100 pounds is illustrative: 


BETWEEN FARGO, N. D. 


Present Classes Proposed Classes 
2 3 1 2 3 


And 


Westby Mont., via C. M. St. P..165 141 111 247 211% 171% 
Westby, Mont., via N. P....... 165 141 111 217% +184 152 
Victor, 8. D., via C. M. St. P... 83 70 5514%4 94 80144 63% 


White’ Tail,’ Mont., via C. M. 
poi hance Sage ae eee 220% 188 149% 265 210% 165% 
White Tail, Mont., via N. P....218 186 149 236% 210% 165% 


In I. and S. No. 3019, the Commission has suspended, from 
November 28 until June 28, schedules as published in Supple- 
ment No. 27 to Gomph’s I. C. C. No. 806. The suspended sched- 
ules propose to cancel proportional rates applying on sugar in 
carloads from points in California to Portland and East Portland, 
Ore., and apply higher loeal or combination of local rates, in lieu 
thereof, which would result in substantial increases over the 
present rates. The following is illustrative: 


Sugar, in carloads, rates in cents per 100 pounds, to Portland, Ore., 
from San Francisco, Calif., present 18%, proposed 28%; Crockett, Calif., 
present 18%, proposed 33; Hamilton, Calif., present 1844, proposed 35%; 
Tracy, Calif., present 18%, proposed 39. 


In I. and S. No. 3020, the Commission has suspended, from 
November 28 until June 28, schedules as published in the fol- 
lowing tariffs: Gomph, Supplement No. 27 to I. C. C. No. 806; 
Supplement No. 5 to I. C. C. No. 864; Henry, Supplements Nos. 
108 and 111 to I. C. C. No. 106; Supplements Nos. 32 and 33 to 
I. C. C. No. 180; Supplement No. 1 to I. C. C. No. 212; I. C. C. 
No. 215; Supplement No. 3 to I. C. C. No. 215. The suspended 
schedules propose to increase the rates on canned goods from 
and to points in California, Oregon, Washington, Idaho and Mon- 
tana. The following rates in cents per 100 pounds, on canned 
fruits and vegetables, is illustrative: 


Present Proposed 

From A B A B 
Portland, Ore., to Spokane, Wash.......... 61 49 68 58 
Billings, Mont., to Portland, Ore............ 70 49 *70 65 





A—Minimum weight 40,000 pounds. 

B—Minimum weight 60,000 pounds. 

*Minimum weight 50,000 pounds. 

In I. and S. No. 3021, the Commission has suspended from 
December 1 until July 1, schedules as published in the following 
tariffs: Boyd: Supplement No. 32 to I. C. C. No. A-1633; sup- 
plement No. 37 to I. C. C. No. A-1652; supplement No. 26 to 
I. C. C. No. A-1715. The suspended schedules propose to cancel 
present commodity rates on cordage and rope, in carloads, 
between points in Illinois territory and to cancel commodity 
rates on window shade and curtain fixtures in straight carloads 
or in mixed carloads with related articles from Mississippi River 
crossings, Chicago and other points to Missouri River crossings 
and points grouped therewith. The proposed cancellations would 
result in increases, of which the following are illustrative: 


Cordage and rope, in carloads, rates in cents per 100 pounds, 
from Peoria, IIl., to Chicago, Ill., present 1814, proposed 23; to Mil- 
waukee, Wis., present 21%, proposed 26%. 

Window shade fixtures, in carloads, from St. Louis, Mo., to Kan- 
sas City, Mo., present, proportional 3314, proposed, proportional 38, 
proportional, less than carload, 63%. 


In I. and S. No. 3022, the Commission has suspended from 
December 1 until July 1 schedules as published in supplement 
No. 11 to Toll’s I. C. C. No. 1191. The suspended schedules 
propose to increase the present commodity rates on mineral 
mixtures for live stock feeding, carlaods, from south Pacific 
coast points to eastern destinations. The following rates, in 
cents per 100 lbs., is illustrative: 


From San Francisco and Los Angeles, Calif., to Chicago, IIl., 
present, carload minimum weight 40,000, 85.5; proposed, subject to 
carload minimum weight of 40,000, 160; 125 cents when subject to 
carload minimum weight of 60,000 Ibs. 


In I. and S. No. 3023, the Commission has suspended from 
December 1 until July 1 schedules as published in supplement 
No. 11 to Toll’s tariff I. C. C. No. 1191. The suspended schedules 
propose to cancel the rule governing mixed carload shipments 
of salted or sugared almonds, almond nut butter, salted peanuts, 
with nuts edible in the shell or nut kernels or nut meats not 
otherwise specified, applicable in connection with the rates 
from south Pacific coast territory to points in Central Freight 
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Association territory. The result of the proposed cancellation 
would be to apply the less-than-carload class or commodity rates 
on each kind of nuts. The following, rates in cents per 100 
pounds, is illustrative: 


FROM SAN FRANCISCO, CALIF., % PITTSBURGH, PA. 


resent Proposed 
Rate Charges Rate Charges 
Almonds, salted......... 6,000 Ibs. 225 $135 345 $ 207 
a 18,000 lbs. 210 378 345 621 
Nuts in the shell........ 6,000 lbs. 175 105 540 324 
Cc. L. minimum...... 30,000 Ibs. $618 $1,152 


In I. and S. No. 3024, the Commission has suspended from 
December 1 until July 1 schedules as published in supplements 
Nos. 10 and 7 to Toll’s I. C. C. Nos. 1187 and 1189. The sus. 
pended schedules propose to establish joint through rates on 
doors, carloads, from the Pacific coast to points in Centra] 
Freight Association territory which are higher than the com- 
bination basis now applicable to the most important destinations 
in that territory. The following, rates in cents per 100 pounds, 
is illustrative: 


DOORS, CARLOADS, FROM TACOMA, WASH. 


Present Combination Joint 

To Rate Basing Point Thru Rate 
Po SS rere 931% E.R. ov c.tivcnentucesins 97 
EEVGMSVINC, ING. ..ccscccssece 7 PURVIS, Ts 6:06 ce cneewoeees 92 
Cleveland, OIC ..cccccccssec *9714 SE, SEEN swvcecssacescce 100 


Cincinnati, Ohio Paducah, Ky. 


*By use of the Jones combination rule. 


FINANCE APPLICATIONS 


Finance No. 6608. York, Hanover & Frederick Railway Co. asks 
authority to issue and deliver to the Pennsylvania Railroad Co. $462,- 
000 of capital stock consisting of 9,240 shares of par value of $50 a 
share, in partial reimbursement of indebtedness of applicant to the 
Pennsylvania which operates the applicant’s line. 

Finance No. 6609. Union Railway Co. asks authority to enter into 
an extension agreement whereby the time for payment of its first 
mortgage bonds in the principal amount of $1,000,000 will be extended 
to August 1, 1947. The Missouri Pacific owns the bonds. 

Finance No. 6610. Iron Mountain Railroad Company of Memphis 
asks authority to enter into an agreement whereby the time for 
payment of its first mortgage gold bonds in the principal amount of 
geo -— be extended to August 1, 1947. The Missouri Pacific owns 

e bonds. 

Finance No. 6370, supplemental. Baltimore & Ohio asks authority 
to use $6,186,250 of the proceeds of the recent issue of common stock 
of $63,242,500 to defray financing costs. It is proposed to use $1,422,596 
to cover the cost of underwriting and $4,763,320 for other expenditures 
authorized by the board of directors in connection with the issuance 
of the stock. 

Finance No. 6611. Kansas, Oklahoma & Gulf Railway asks au- 
thority to acquire the Missouri, Oklahoma & Gulf Railroad, an 8% 
mile line in Cherokee county, Kansas, extending from Kansas-Okla- 
homa line to a connection with the Kansas City Southern at Military 
Junction, Kans. 

Finance No. 6612. The Southern Pacific and Atchison, Topeka & 
Santa Fe ask authority to acquire control of the Petaluma & Santa 
Rosa Railroad, an electric line extending from Petaluma to Santa 
Rosa, Calif., a distance of about 50 miles, by the acquisition of not 
less than two-thirds of the stock of the electric line. 

Finance No. 6613. Michigan Central asks for authority to acquire 
control, by lease, for three years, of the Detroit Manufacturers’ Rail- 
road, the lease to begin on January 1, 1928. The road has been under 
control by lease since 1903. 

Finance No. 6614. Elkin & Allegheny asks for authority to issue 
$56,100 first mortgage 6 per cent 20 year bonds, $56,100 of common 
stock and $185,500 preferred stock. 

Finance No. 6615. Southern Pacific Railroad Co., and Southern 
Pacific Co. ask authority to abandon the Loma Prieta Branch in Santa 
Cruz county, Calif., embracing less than four miles of track. The line 
was built to serve lumbering operations now discontinued. 


TEXAS GRAIN RATES 


Readjustment of freight rates on Texas grain and grain 
products shipped to markets in the southeastern part of the 
United States and Mississippi Valley territory will be sought by 
the grain and milling interests of Texas. The central grain 
committee, representing these interests, at a meeting in Fort 
Worth, discussed the situation and decided to seek relief from 
the Interstate Commerce Commission. W. W. Manning, Fort 
Worth, president of the Terminal Grain Company, of Fort 
Worth, and chairman of the committee, presided over the 
meeting. F. A. Leffingwell, secretary of the Texas Industrial 
Traffic League, of Dallas, and Ed P. Byars, manager of the Fort 
Worth Freight Bureau and representing the local grain and 
cotton exchange, will represent the Texas grain interests in 
this movement. 

The committee discussed what action should be taken with 
respect to introducing testimony in the general grain rate in- 
vestigation cases, tending to prove the necessity for a read- 
justment of the rates on grain, grain products and seeds from 
Texas to Oklahoma, New Mexico, and other southwestern grain 
producing states and to the southeastern territory and the 
Mississippi Valley territories. 

It was concluded that this destination territory should be 
opened to the Texas grain and milling industry. 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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PROPOSED COAL REPORT 


Examiners Hagerty and Clifford filed their proposed report 
in docket 19856, Poehlmann Brothers Company against the L. & 
N. and others, at Chicago, November 26. The case was heard 
pefore them November 23 (see Traffic World, November 26, page 
1229). The proposed report, recommending that the defendants 
be required to publish rates to Morton Grove, IIl., from Whitsett, 
Ky. and points grouped therewith, with the same differential 
over Chicago as was contemporaneously maintained, Morton 
Grove over Chicago, from mines in western Kentucky, Illinois 
and Indiana and denying reparation, was read at the conclusion 
of oral argument. The report said that the evidence failed to 
show the rate attacked was unreasonable and that com- 
plainant had not shown proof of damage, but that the result of 
defendants maintaining a higher differential, Morton Grove over 
Chicago, from mines in the so-called inner and outer crescent 
groups than was maintained from the west Kentucky, Indiana 
and Illinois mines was prejudicial to complainant in that its 
competitors could draw coal from any of the different origins 
on a parity, whereas complainant could not go out of the west 
Kentucky, Illinois, Indiana market without increasing the dif- 
ference which he had to pay for his coal as against his com- 
petitors. 

Previous to reading the report, Examiner Hagerty said it 
would be made with the understanding that briefs of exceptions 
to the report would be filed and that, if any erroneous impressions 
of fact appeared, they would be corrected. Informally, he said, tha: 
the theory of the method he was trying out was to make cer- 
tain that the Commission received a correct statement of the 
facts—at least that no mistakes of fact would appear on the 
examiner’s report due to misunderstanding. The fact that at 
the conclusion of a particular hearing the matters presented 
were fresh in the examiner’s mind, the possible reduction of time 
in the final disposition of a case, and the elimination of one brief 
were mentioned as arguments in favor of the innovation, in 
cases sufficiently simple to be handled in that manner. Both 
counsel for complainant and defendant, in this instance, were 
in favor of the procedure. They apparently felt that it was 
not only an advantage to the examiner issuing the report to 
have the facts fresh in mind, but that, over and above the pos- 
sible expedition that might result, economy would result from 
their being informed, at the time, as to the examiner’s action, 
while all the matters involved were still fresh with them. 


MATTRESS CLASSIFICATION 


Hearing in docket 19878, Better Bedding Alliance of America 
against the Santa Fe and others, in which the complainant asks 
that mattresses be classified as first class in Western, Illinois, 
and Official classification territories, in lieu of the present clas- 
sification of 11% times first class, was held at Chicago before 
Examiners Hagerty and Clifford, November 29. At the conclu- 
sion of the hearing, the examiners’ report, denying complainant’s 
prayer, was read into the record. 

Witnesses for the complainant said that, prior to January, 
1927, mattresses were classified first class in Western Classifi- 
cation territory, and had been so classified for twenty-seven 
years before that. In Southern Classification territory, they 
Were second class up to December 30, 1919, since which they 
have been first class. In Illinois Classification, they have been 
1% times first class since August, 1920, and in the Official Clas- 
sification they have been 1% times first class since 1891. The 
results of a questionnaire sent out by the complainant showed 
the commodity to have an average weight of 4.67 pounds a cubic 
foot; an average value per cubic foot of 60.27 cents; an average 
value per pound of 12.91 cents; value per mattress of $6.16, and 
a weight per mattress of 48 pounds. The average freight rate 
per mattress shipped out of Chicago was said to be 30 cents. 
Numerous witnesses testified that, since the increase in the 
Classification in western territory, their various companies had 
found it increasingly difficult to compete with so-called local 
manufacturers, who sold only to territory immediately adjacent 
to them, not using the railroads, and that the distance to which 
any given factory could ship in competition with the local manu- 
facturer was being rapidly diminished. 


The following testified for the complainant: Stuart J. Mills, 
secretary and business manager, Better Bedding Alliance of 
America; Allen K. Burns, vice-president, Perfection Bedding 
Company, Chicago; Charles F. Pearce, secretary, Burton-Dixie 
Corporation, Chicago; F. W. Fraatz, traffic manager, Perfection 
Bedding Company; and S. M. Swenson, traffic manager, Burton- 
Dixie Corporation. The Texas Industrial Traffic League inter- 
vened in behalf of the complainant. 

R. C. Fyfe, chairman of the Western Classification Com- 
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mittee, said the commodity had been raised to 1% times first 
class by his committee after a full public hearing, at which time 
the shippers had given commercial competition as the principal 
reason for their protests against a change. He said the com- 
mittee was forced to act when it did because of fourth section 
violations resulting from the different ratings in Official and 
Western territories. In his opinion, he said, the commodity 
should be rated twice first class, in view of its bulky, light 
nature. That, he said, was the governing consideration in fixing 
the classification on comparable commodities. He said his com- 
mittee would have made it second class at the time it increased 
the classification, except that that would have resulted in further 
fourth section violations. He made numerous comparisons be- 
tween the transportation characteristics of the commodity in 
question and other commodities rated 114 times first class, or 
higher, in support of his contention that the applicable rating 
was unreasonably low. 

A. H. Greenly, member of the Official Classification Com- 
mittee, introduced some additional evidence and indorsed the 
testimony of Mr. Fyfe. 

In making the examiners’ proposed report, Mr. Hagerty said 
the evidence showed the defendants had brought the rating in 
line with that applying on other light and bulky articles and 
that the evidence of the complainant was not sufficient to estab- 
lish unreasonableness. 


RATE ON SAND AND GRAVEL 


In No. 19666, Brooks Construction Co. vs. New York Central, 
Examiner J. H. Smith has recommended that the Commission 
find that a commodity rate of 90 cents per net ton on sand and 
gravel from Jonesville, Mich., to Fort Wayne, Ind., was, is and 
for the future will be unreasonable to the etxent it exceeded, 
exceeds or may exceed 75 cents, and award reparation. 


HAYDITE RATE UNREASONABLE 


Examiner H. L. Main, in No. 19649, Haydite Co. vs. Gulf, 
Mobile & Northern et al., has recommended that the Commis- 
sion find that a rate of 28 cents per 100 pounds on haydite from 
Kansas City, Mo., to Mobile, Ala., was, is and for the future will 
be unreasonable to the extent that it exceeded, exceeds or may 
exceed 22 cents, and award reparation. 


SULPHUR COMPLAINT DISMISSED 


In No. 19744, Stauffer Chemical Company of Texas vs. Hous- 
ton & Brazos Valley et al., Examiner A. E. Later says that, upon 
failure of proof of damage as a result of alleged prejudicial 
rates charged on sulphur from Freeport, Tex., to New Orleans, 
La., the complaint for reparation should be dismissed. 


MISROUTING OF LUMBER 


Examiner T. P. Wilson, in No. 19762, Henry G. Brabston vs. 
Louisville & Nashville et al., says the Commission should find 
that a shipment of lumber from Brewton, Ala., to Cleveland, Va., 
was misrouted and award reparation to the basis of a rate of 
38.5 cents contended for by complainant under rule 5 (b) of Tariff 
Circular 18-A. An applicable combination rate of 52.5 cents was 
charged. The examiner said defendants should be authorized to 
waive collection of undercharges in amounts heretofore refunded 
by them, they having made refund to the basis of a combination 
rate of 43 cents. 


RATE ON GROUND LIMESTONE 


Examiner Philip S. Peyser has recommended an award of 
reparation in No. 19651, Trenton Chamber of Commerce et al. vs. 
Atlantic Coast Line et al., on a finding that the applicable rate 
on ground limestone from Sparta, Tenn., to Paulsboro, N .J., 
was unreasonable, but not unduly prejudicial, to the extent that 
it exceeded $7.48 per long ton, minimum weight 30 net tons. 


RATE ON WASTE PAPER 


Dismissal has been recommended by Examiner F. D. Binkley 
in No. 19611, Rockingham Paper Co. vs. Atlantic Coast Line 
et al., on a finding that the applicable class A rate of 40.5 cents 
charged on waste paper from Washington, D. C., to Rockingham, 
N. C., was not unreasonable or otherwise unlawful. Later, a 
commodity rate of 34 cents was established. 


SILICA SAND RATES 


Examiner Jesse C. Harraman has recommended the dismis- 
sal of No. 19086, Columbia Glass Co. et al. vs. Santa Fe et al., 
on a finding that rates on silica sand, from San Pedro, Wil- 
mington, and East San Pedro, Calif., to Los Angeles, Long Beach 
and Torrance, Calif., are applicable and not unreasonable; also 
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that the handling charges on that commodity maintained by the 
Outer Harbor Dock and Wharf Co. at San Pedro are not un- 
reasonable. 

The complaint, Harraman said, alleged that the handling 
charges collected by the Outer Harbor, Dock and Wharf Co. on 
sand from shipside at its wharf at San Pedro were, are and for 
the future would be unreasonable to the extent that any handling 
charge was, is or might be collected. Like allegations, Harra- 
man said, were made as to the handling charges made by the 
Southern Pacific at its wharf at San Pedro, but as no shipments 
were moved over its dock, the allegation was withdrawn. The 
complaint further alleged that the interstate rates maintained 
by the Santa Fe, Los Angeles & Salt Lake, Pacific Electric and 
Southern Pacific from San Pedro, Wilmington and East San 
Pedro to Los Angeles, Long Beach and Torrance were unreason- 
able and inapplicable. The complainant contended that the rates 
on “rock, gravel and sand” were applicable on silica sand, but 
the examiner found that the rates charged were the applicable 
ones. 

The sand in question is brought from Belgium through the 
Panama canal. The complaint brought into issue the lawfulness 
of the Los Angeles harbor adjustment. Harraman said it was 
an exceedingly complex one and that ordinary prudence dic- 
tated that no change should be made by the Commission except 
after exhaustive examination into all the facts and circum- 
stances with regard to the rates assailed as well as to their 
relation to all other rates. He said it had not been shown that 
there had been any retardation of the movement of silica sand 
by rail or that the assailed rates had operated in any way to 
the detriment of the complainant’s business. 


RATES ON PETROLEUM AND PRODUCTS 


A finding of unreasonableness and reasonable rates for the 
future have been recommended by Examiner E. L. Glenn in No. 
19530, White Eagle Oil & Refining Co. vs. Santa Fe et al., as to 
petroleum and its products from points in Kansas, Oklahoma 
and northern Texas to Belview, Redwood Falls, Sleepy Eye and 
Tracy, Minn. He said the Commission should find that the rates 
assailed had been, were and would be unreasonable to the ex- 
tent they had exceeded, exceed or might exceed the group rates 
on like traffic contemporaneously maintained from points of 
origin described to St. Paul and points in Minnesota grouped 
therewith, and award reparation on shipments made subsequent 
to April 10, 1925. Complainant alleged that the rates charged 
on numerous carloads of petroleum oil and its products, includ- 
ing gasoline, kerosene, distillate, lubricating oils and greases, from 
its plants at Augusta and Topeka, Kan., and North Ft. Worth, Tex., 
and from other points of origin in midcontinent territory taking 
Kansas, Group 2, Oklahoma, Group 3, and northern Texas group, 
as described in Midcontinent Oil Rates, 1925, 112 I. C. C. 421, to 
the destinations set forth above, had been and were unjust and 
unreasonable. 


HARD AND SOFT COAL RATES 


Dismissal of No. 19399, Golden Eagle Milling Co. et al. vs. 
Denver & Rio Grande Western et al., has been recommended by 
Attorney-Examiner Alfred G. Hagerty on a finding that rates 
on bituminous and anthracite coal, from producing districts in 
Utah, Wyoming, Colorado and New Mexico, to destinations in 
California on the North Western Pacific, are neither unreason- 
able nor unduly prejudicial. 

The complaint was brought by three users and traders in 
coal at Petaluma, Calif. The rates were alleged to have been 
and to be unreasonable and unduly prejudicial in comparison 
with rates to other points in California. Hagerty said the alle- 
gation of unreasonableness was identical with and rested upon 
the same grounds as that made in No. 19177, A. M. Costa vs. 
Santa Fe et al., by complainants at points on the North Western 
Pacific, including Petaluma. The evidence, he said, was in 
substance, if not in precise detail, duplicated in this proceeding. 
That case was also recommended for dismissal. Hagerty made 
the report in that case, handled by him, an appendix in this one. 


TELEPHONE INSULATOR PINS 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Riley A. Gwynn, in No. 
19438, F. B. Bissel Co. vs. Pennsylvania, as to a rate charged 
on one carload of wooden telephone insulator pins shipped from 
Hagerstown, Md., to Toledo, O., in May, 1925. Gwynn said the 
rate of 41 cents charged should be found unreasonable to the 
extent it exceeded 34 cents. 


PROPOSED CLEAN RICE RATES 


Attorney-Examiner George M. Curtis, in No. 19483, Jack- 
son (Miss.) Traffic Bureau for R. H. Green et al. vs. Illinois 
Central et al., has recommended findings of unreasonableness 
and undue prejudice as to rates on clean rice from Arkansas and 
Louisiana producing points to Jackson, Miss. Further he has 
recommended that fourth section relief, as to rates on clean 
rice, shall be denied under application Nos. 1618, 2043, and 
2045, but granted to the New Orleans Great Northern under No. 
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4279. The complaint alleged the rates were in violation of the 
first four sections of the interstate commerce act. 

Curtis said the commission should find the present rate, in 
carloads, from Crowley, Lake Charles, Abbeville, New Iberia anq 
other producing points in Louisiana to Jackson, Miss., was, is, 
and for the future will be unreasonable to the extent it exceeded, 
exceeds or might exceed the rate of 38.5 cents contemporane. 
ously applicable to Memphis, Tenn. He said it should further 
find that the rate from Stuttgart and other producing points in 
Arkansas to Jackson, Miss., was, is, and for the future would be 
unreasonable to the extent it exceeded, exceeds or might exceed 
the rate of 43 cents contemporaneously applicable to New Or. 
leans, La., and award reparation to the bases indicated. 

The examiner said fourth section relief should be granted 
to the New Orleans Great Northern so that it might charge 
lower rates on clean'rice from producing points in Arkansas and 
Louisiana to Jackson and other junction points on its railroad 
between Jackson and New Orleans than rates contemporaneously 
maintained to points intermediate to its junction points with 
other carriers, defendants herein, 


GLUCOSE RATE AND REPARATION 


Examiner Lewis L. Prout, in No. 19275, Alabama-Georgia 
Syrup Co. vs. Indiana Harbor Belt et al., has recommended that 
the Commission find unreasonable the rate of 41.5 cents on 
glucose, in tank carloads, from Roby, Wolf Lake, and Hammond, 
Ind., and Chicago and South Chicago, IIl., to Montgomery, Ala., 
to the extent it exceeded 38 cents, on shipments made between 
May 3, 1924, and April 10, 1926. Thirty-eight cents is the pres- 
ent rate. Reparation is to be made to that basis on many 
carloads. 


WHOLE WHEAT AND CORN RATES 


Examiner T. P. Wilson has recommended the dismissal of 
No. 19155, Globe Grain & Milling Co. vs. Santa Fe et al., and 
two sub-numbers thereunder, Same vs. Same, on a finding that 
the rates charged on whole wheat and whole corn, in 1924 and 
1925 from points in Nebraska and Colorado to destinations in 
California, were not inapplicable or otherwise unlawful. The 
complaints alleged, among other things, that some of the ship- 
ments were misrouted and overcharged. The examiner said the 
shipments were not misrouted. 


HAY RATES PREJUDICED 


Examiner Horace W. Johnson, in No. 18884, Nashville Grain 
Exchange vs. Louisville & Nashville et al., has recommended 
that the Commission find not unreasonable, but unduly prejudicial, 
the rates on hay, from points in central territory and from 
Kansas City, Mo., to Nashville, Tenn., for storage and shipment 
thence to destinations in southeastern and Carolina territories, 
to the extent they exceed the rates to and from the same points 
of origin and destination on mixed feeds containing hay as one 
of the ingredients. He said an order requiring removal of the 
undue prejudice should be issued. 


POLISHED WIRE GLASS RATES 


Examiner William A. Maidens, in No. 19370, Merchants & 
Manufacturers Traffic Bureau (Muskogee, Okla.,) et al. vs. 
Arkansas & Louisiana et al., said the Commission should find 
unduly prejudicial, but not unreasonable, the rates on polished 
wire glass, in carloads, from Okmulgee, Okla., to New Orleans 
to the extent they exceed or may exceed the corresponding rates 
maintained on like traffic from St. Louis to the same point of 
destination. Fourth class rates are in effect. 


CEMENT DEMURRAGE APPLICABLE 


Examiner C. W. Griffin has recommended the dismissal of 
No. 19338, John Wroe vs. Louisville & Nashville, on a finding 
that demurrage charges collected for the detention, at Walton, 
Ky., of 32 cars of cement shipped from Ironton, O., in 1924, were 
applicable. The complaint alleged they were unlawful in viola- 
tion of section 6. No written notice of constructive placement 
was given. The carrier claimed that notice was not necessary 
because deliveries were being made at “other than public de 
livery track” and that in such cases no written notice was 
necessary. The carrier claimed the complainant knew of the 
arrival of the cars and their placing on public delivery tracks 
because they could not be set at the place where he had been 
taking delivery because there was no room at the point where 
the complainant had been taking delivery. 


OIL WELL MACHINERY RATES 


An award of reparation has been recommended by Examiner 
P. F. Mackey in No. 19593, Reliance Co., Inc., vs. Houston & 
Texas Central et al., embracing also two sub numbers, J. B. 
Greer vs. Wichita Falls & Southern et al., and Same vs. Wichita 
Valley et al., on a finding that rates on second-hand drilling ma- 
chinery and on oil well machinery from Wortham, Archer City 
and Holliday, Tex., to Norphlet, Ark., were unreasonable to the 
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extent that they exceeded 64 cents from Wortham, 72 cents from 
Archer City, and 71 cents from Holliday. 


APPLE COMPLAINT DISMISSED 


Examiner Riley A. Gwynn has recommended dismissal in 
No. 19592, Segal Co. vs. Green Bay & Western et al., on a find- 
ing that the combination through rate of 51.5 cents charged on 
one carload of apples shipped from Hatches Crossing, Mich., to 
Appleton, Wis., was applicable. 


RATE ON ROSIN SIZING 


Examiner George C. Clarke in No. 19622, Western Paper 
Makers Chemical Co. vs. Atlantic Coast Line et al., has recom- 
mended that the Commission find that the sixth-class rate of 71 
cents on rosin sizing from Jacksonville, Fla., to Winchester, Va., 
was, is and for the future will be unreasonable to the extent that 
it exceeded, exceeds or may exceed 37 cents per 100 pounds, but 
that it is not shown to have been unjustly discriminatory or un- 
duly prejudicial, and award reparation. 


LUMBER RATES CONDEMNED 
Examiner A. E. Later, in No. 19657, Learned Lumber Co. vs. 
Northern Pacific et al., said the Commission should find that a 
combination of 62 cents charged on a carload of lumber, shipped 
in 1925, from Missoula, Mont., to Minneapolis, Minn., was in- 
applicable; that the applicable rate was 61 cents; that it was un- 


reasonable to the extent it exceeded 57 cents, and award repara- . 


tion. 

The car was originally consigned to Minnesota Transfer but 
was reconsigned to Minneapolis. It moved through St. Louis 
Park., Minn., to final destination. The combination via that 
route, the examiner found, was 57 cents to Minnesota Transfer 
and 4 cents beyond. Over the route of movement through St. 
Louis Park, Minneapolis is intermediate. That fact, the exam- 
iner said, created a prima facie presumption of unreasonable- 
ness of the applicable combination of 61 cents which, he said, 
had not been overcome. Since the shipment was made, Later 
said, the rate had been restricted so as to avoid the fourth sec- 
tion departure. 


CAROLINA VEGETABLE CASES 


In a proposed report on further hearing in No. 14092, South 
Carolina Produce Association vs. Aberdeen & Rockfish et al. 
and cases joined with it, called by the examiner the Carolina 
Vegetable Cases, Examiner R. M. Brown said the Commission 
should affirm the findings in Nos. 14092, 14092, sub-No. 1, and 
No. 14597 made in 96 I. C. C. 107 and 107 I. C. C. 613. 


This report embraces No. 14092, South Carolina Produce 
Association vs. Aberdeen & Rockfish et al.; No. 14092 (Sub-No. 
1), Beaufort Truck Growers’ Association vs. Same; No. 14597, 
South Carolina Asparagus Growers’ Association vs. Southern 
et al.; No. 181538, Corporation Commission of North Carolina 
vs. Aberdeen & Rockfish et al.; No. 17383, A. J. Doughty et al. 
vs. Atlantic Coast Line et al.; No. 17383 (Sub-No. 1), A. J. 
Doughty vs. Same; No. 17383 (Sub-No. 2), Same vs. Same; No. 
17383 (Sub-No. 3), J. & G. Lippmann, Inc., et al. vs. Norflork 
Southern et al.; No. 17383 (Sub-No. 4), R. C. Abbott et al. vs. 
Same; No. 17383 (Sub-No. 5), A. J. Doughty vs. Atlantic Coast 
Line et al.; No. 17383 (Sub-No. 6), Eastern Carolina Produce 
Exchange et al. vs. Same; 17383 (Sub-No. 7), Brock & Scott 
Produce Company et al. vs. Norfolk Southern et al.; No. 17383 
(Sub-No. 8), A. J. Doughty vs. Atlantic Coast Line et al.; No. 
17631, Spence-Hollowell Company et al. vs. New York, New 
Haven & Hartford et al.; No. 18320, Jill Bros. et al. vs. Norfolk 
Southern et al.; and Portions of Fourth-section Applications 
Nos. 708, 1074, 1548, and 1578. 

The complaints, the examiner said, attacked the rates, and 
in some instances the refrigeration charges, on fresh vegetables, 
carloads, from either South Carolina or North Carolina pro- 
ducing points to many destinations, principally in New Eng- 
land, Trunk Line and Central territories. Some of the North 
Carolina complaints, he said, also brought in issue the rates on 
potatoes. 

Application of the Hoch-Snrith resolution was sought by 
the complainants in these cases. Brown said the evidence of 
the South Carolina complainants established the existence of a 
general agricultural depression in South Carolina. To a lesser 
extent, he said, the complainant’s evidence in No. 18153 indi- 
cated a similar depression in North Carolina. 

“Under the provisions of the Hoch-Smith resolution,” said 
Brown, “the Commission is required to accord agricultural com- 
modities affected by depression the lowest possible lawful rates.” 
In support of that declaration he quoted from the Commission’s 
decision in California Growers’ & Shippers’ Protective League 
vs. Southern Pacific, 129 I. C. C. 25, the case which has been 
taken, by the carriers, to the federal court in California, to test 
the Commission’s interpretation of that resolution. In passing 
upon the various questions presented in these cases, Brown 
said full consideration had been given to the resolution. The 
record, he said, was convincing that a comprehensive rate re- 
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vision should be made on vegetables from the Carolinas, espe- 
cially with respect to the North Carolina rates, which, on the 
whole, he said, were not propertly alingned with those from 
South Carolina. 

An adjustment proposed by the Atlantic Coast Line, he said, 
while objectionable from the standpoint of the proposed rates 
and minima on bushel and 5-peck packages, nevertheless 
formed a workable basis on which to construct uniform and 
equitable rates. He said it was impracticable, on this record 
to fix, definitely, the rates from and to all points covered by the 
pleadings. It was felt that a far better adjustment could be 
worked out if the carriers were allowed a reasonable amount of 
latitude in establishing the rates. In checking in rates, he said, 
they would be required to observe strictly the limitations as to 
such rates expressed in the report. Defendants, he said, should 
co-operate with the shippers in establishing through rates on 
reasonable request therefor. 

Brown said that while the movement of vegetables n.o.s. in 
barrels was unimportant in comparison with the movement in 
smaller packages, the record was persuasive that the rates per 
barrel formed a logical and proper basis on which to base 
rates on the smaller packages. Therefore, he said, the carriers 
would be expected to establish rates on vegetables, n.o.s., from 
North Carolina which would accord the producing sections of 
that state the benefit of their geographical location in respect 
of those in South Carolina. 

In that connection, he said, the proposed increased rates in 
the per barrel rates from the Fayetteville-Wilmington group on 
the Atlantic Coast Line were approved and that rates from 
other North Carolina points related to them should be estab- 
lished. Rates on the bushel and 1.5-bushel packages from both 
states, he said, should be made in direct relation with the rates 
per barrel, such rates to be one-third and one-half, respectively, 
of the barrel rates. Rates on five-peck packages should be 125 
per cent of the bushel rates and that the carload minima on the 
various packages should be made the equivalent of 600 bushels 
in each instance. 

The Norfolk Southern, he said, should be allowed to make 
rates, from points south of Albemarle Sound on a basis not 
more than 10 per cent higher than those established by the At- 
lantic Coast Line from its nearest group pursuant to this deci- 
sion, and from stations north of the sound not more than 5 per 
cent higher than the rates established by the Atlantic Coast 
Line from its present Greenville, N. C., group, the differential, 
in each instance, accruing to the Norfolk Southern. 

In establishing its new adjustment, Brown said, the Nor- 
folk Southern would be expected to accord its origin territory 
north of the sound as a whole relatively lower rates than are 
effective from its stations south of the sound, without creating 
undue prejudice. 

Nothing in the report, he said, should be construed as an 
approval of the rates proposed by the defendants on potatoes 
and cabbage. He said that stated refrigeration charges on 
vegetables from North Carolina origins intermediate to more 
distant points in South Carolina, to the extent they were in ex- 
cess of the rates from the more distant point, were in violation 
of the long-and-short-haul part of the fourth section. The find- 
ings recommended by Brown are as follows. 


That the rates on vegetables n. o. s., including peas and beans 
in bushel, 5-peck, and 1.5-bushel packages, in_carloads, from pro- 
ducing points on defendants’ lines in North Carolina, and on the 
same character of traffic, in barrels, from producing points on the 
lines of the Norfolk Southern in that state, to destinations in ‘east- 
ern trunk-line and New England territories are and for the future 
will be unreasonable, unduly prejudicial to complainants in No. 18153, 
and unduly preferential of their competitors at South Carolina pro- 
ducing points. The undue prejudice should be removed and reasonable 
rates established in accordance with the conclusions herein. No order 
in this connection will be entered at this time, but defendants will 
be expected to revise their rates to conform with such conclusions 
as soon as practicable, and not later than 60 days from the service 
of this report. If this is not done by that date, complainants may 
bring the matter to the attention of the commission for the-entry of 
3 soucopenste order or for such other action as may be considered 
advisable. 

That intervener Atlantic coast distributors made shipments as 
described and paid and bore the charges thereon at the rates and 
charges found unreasonable in the South Carolina cases; that it was 
damaged thereby in the amount of the difference between the charges 
paid and those that would have accrued at the rates and charges 
found reasonable; and that it is entitled to reparation on shipments 
made after October 25, 1923, with interest. . .. 

An order should be entered (1) dismissing the complaints in Nos. 
17383, 17383 (Sub-Nos. 1. 2. 5, 6 and 8), and 18320; (2) dismissing 
the complaints in No. 17383 (Sub-Nos. 3, 4 and 7) to the extent that 
they involve refrigeration charges on vegetables from North Caro- 
lina; and (3) denying reparation to complainants in Nos. 17383 (Sub- 
Nos. 3, 4 and 7) and 17631. 


.CANCELLATION OF JOINT RATES 


At the conclusion of the hearing at Chicago, December 1, in 
I. and §S. 2994, cancellation of class rates from points on the 
Illinois Terminal Company to Central Freight Association ter- 
ritory when in connection with the Chicago, Springfield & St. 
Louis Railway, Examiner Hagerty, who heard the case with 
Examiner Clifford, said he was prepared to state what his rec- 
ommendation to the Commission would be on the testimony 
submitted. As reason for doing so, he said he believed it would 
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be of value to the parties, in writing their briefs, to know what 
the examiner considered significant and the action he wouid 
take. Such procedure, he thought, would enable counsel to 
prepare their briefs in an intelligent manner, limiting their argu- 
ment to pertinent issues, instead of scattering their shot in 
blunderbus fashion over an unnecessarily large area. The result 
should be, he said, that the case would go to the Commission 
in concise and pointed form with all waste motion eliminated. 
He would recommend, he said, the permanent cancellation of 
the tariff. 

H. G. Powell, traffic manager of the Illinois Terminal Com- 
pany, said the tariff under suspension was filed at his request 
because he considered the roadbed of the C. S. & St. L. unsafe 
for the transportation of certain traffic originating on his line. 
He said his road feared that, because it was the “bill of lading 
carrier,” or origin line, it might be required to pay damages, 
resulting from the unsafe condition of the C. S. & St. L. The 
suspended tariff, canceling joint through rates with the pro- 
testant line, was immediately occasioned, he said, by the White 
Star Refining Company, Wood River, Ill., having routed train- 
load shipments of petroleum and products over the C. S. & 
St. L., from Alton, Ill., to Springfield, Ill., in reaching destina- 
tions in Michigan, Pennsylvania and other parts of C. F. A. 
territory. The shipments, approximately 20 cars a day, were 
so routed for a period of two months this year, and were ter- 
minated following a derailment on the C. S. & St. L. He said 
he believed the roadbed of the C. S. & St. L. unsafe for 


handling such commodities as petroleum, introducing photo-. 


graphs of the roadbed, and that the routings involved were so 
circuitous as to be uneconomical, with particular reference to 
the fact that, on the petroleum traffic, the carriers had to pay 
mileage on tank cars. 

Witnesses for the C. S. & St. L. said the company had taken 
over the property it was operating, a part of the abandoned 
Cc. P. & St. L., in November, 1926. They said a population of 
95,000 was exclusively served by it and introduced other facts 
in support of their contention that the road was required by 
public convenience. They testified it was in a solvent condition 
and able to meet such damage claims as might accrue, and that 
material progress in rehabilitation was being made. It was 
testified that the closing of the routes in the suspended tariff 
would mean a loss of approximately $30,000 gross revenue 
monthly, or about half of the total gross revenue. The loss in 
revenue, it was stated, was figured on the basis of traffic so- 
licited, on which an agreement had been reached. Protestants 
contended that the wreck referred to was the result of faulty 
equipment turned over to the road by connecting lines and not 
of the roadbed. The White Star Refining Company had agreed 
to continue making shipments over the C. S. & St. L. when it 
had acquired the necessary equipment, it was said. 

H. T. Zaremba, chief rate clerk of the Standard Oil Com- 
pany of Indiana, said the service of the C. S. & St. L. had been 
satisfactory on all traffic he had routed over its line, and that 
he thought the routes should be kept open. 

Witnesses for the protestant were: A. W. Morse, traffic 
manager, C. S. & St. L.; J. W. Muessen, general manager; W. M. 
Terry, superintendent of roadway, bridges and structures; and 
L. F. Linney, auditor and assistant treasurer. 

In. stating his recommendation, Examiner Hagerty said it 
appeared that the sole reason for the cancellation was appre- 
hension on the part of the Illinois Terminal Company that it 
might be called on to pay losses incurred by the C. S. & St. L. 
He said he did not believe the reason sufficient to justify the 
cancellation of the joint rates. 


PROPOSED REPORT INNOVATION 


The Traffic World Washington Bureau 


The proposed report innovation which Attorney-Examiner 
Hagerty and Pxaminer Clifford are trying out (see Traffic World, 
November 26, p. 1123) was authorized by Chief Examiner Butler 
while he was in Minneapolis and Messrs.:Hagerty and Clifford 
were holding a hearing in that city, it was learned when Mr. 
‘Butler returned to Washington. The possibility of examiners 
making their proposed reports, in simple cases, at the end of 
the hearing, had been discussed before Mr. Butler gave the 
authorization. It was not, therefore, something out of a clear 
sky that Messrs. Hagerty and Clifford tried. The trial is being 
made without formal order from the Commission but not without 
approval of the head of the examiner force. The chief examiner 
will be able to judge from the reaction that is received, it is 
believed, as to whether the making of proposed reports at the 
end of hearings on what seem like relatively simple cases shall 
be incorporated into the routine of hearings by examiners or 
whether the present rule shall be followed. Under the present 
rule proposed reports are not made until after the examiners 
have returned to Washington from their trips. The thought is 
that the making of reports at the end of the hearings will cut 
down the time consumed and also save the volume of excep- 
tions by removing the cause of exceptions based on a misunder- 
standing by the examiner of allegations of facts. Reports made 
at the end of hearings are subject to correction at the time on 
questions of fact. 
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NUT RODS IN COILS 


Official Classification territory railroads and the manufag. 
turers and users of steel products in that territory have brought 
to a head the question of ratings and rates on wire, chain, nail, 
bolt and nut rods by the carriers proposing and the manufac. 
turers and users opposing fifth class on such rods, also called 
bars. The proposed increase is based upon the Commission’s 
decision in Standard Nut & Bolt Co. vs. New York, New Haven 
& Hartford and consolidated cases, 126 I. C. C. 731. 

In that case the Commission found the rates assailed, on the 
rods or bars, in straight length, were not unreasonable. Ac. 
cording to the summary of the decision made by protesting 
makers and users of the rods it found the rates unjustly dis. 
criminatory to the extent they exceeded the contemporaneous 
rates on the same article when shipped in coils. An order wag 
made to remove the discrimination. 

Tariffs filed by C. F. A. and Trunk Line carriers propose to 
cancel the current specific commodity rates and ratings on the 
rods in coils by eliminating them from the billet list and bring. 
ing them to the fifth class basis. Some of the rates are also 
made by exceptions to the classification. However, regardless 
of the form of publication, the lower commodity rates are to be 
canceled, according to the terms of the tariffs on December 10, 
and, generally speaking, fifth class rates, which protesting manu- 
facturers and users assert are rates applicable on finished 
articles of iron and steel, will apply. 

Protest has been made by eleven manufacturers, headed by 
the Carnegie Steel Company; by ten manufacturers and users, 
headed by the American Steel & Wire Company, and by twenty- 
four users of such rods, asking for the suspension of the tariffs 
and amr investigation of the rates and ratings. In addition, they 
ask that the order in the Standard Nut & Bolt Company case be 
set aside and the case be set for rehearing and reargument in 
connection with the investigation and suspension proceeding, the 
creation of which they request in their protest. 

Increases ranging from 33.6 to 56.5 per cent, the protestants 
assert, will result from the protested tariffs if they are allowed 
to become effective, from Pittsburgh to Chicago, Cleveland, 
Columbus, New York, Providence, R. I., and Trenton, N. J., the 
largest increase being to Columbus, O. 

“The aforementioned increased rate tariffs have been pub- 
lished by respondents, notwithstanding the fact that the total 
annual production of rods in Official Classification territory is 
greatly in excess of the tonnage under consideration in the series 
of so-called wire rod cases, starting with the original Lancaster 
Steel Products case, 73 I. C. C. 567,” says the protest of the 
manufacturers and users. “The tonnage embraced in the wire 
rod cases covered but a negligible percentage of the tonnage 
affected by the new tariffs under protest here. And, moreover, 
said action is taken by respondents, in face of the fact that the 
commodity involved in the Standard Nut & Bolt case, consisted 
of bars, in straight lengths and not rods, and covered only a 
negligible movement of the bars between four points in C. F. A. 
and Trunk Line territories and two points in New England 
territory. 


“Besides, respondents are fully aware that this Commission 
did not have before it a record upon which to determine the 
unreasonableness and unlawfulness of their practice with re- 
gard to ratings of wire, chain, nail, bolt, nut and rivet rods to 
be generally applied throughout the Official Classification ter- 
ritory, which ratings have been in effect for twenty-five years or 
more, and, moreover, the testimony offered in the Standard Nut 
& Bolt Company case was comparatively brief and too meager 
for the Commission to have made a finding that the rates on 
straight length materials were reasonable; it was of a general 
character and did not include many facts, which, in our opinion, 
would have justified a contrary finding by the Commission.” 


The protestants said that, if given an opportunity, they 
would offer to prove that there was no lawful justification for 
the finding of undue prejudice they said had been made as be- 
tween coiled rods and merchant bars for the reason that there 
was no competition between those commodities generally and 
that the finding was contrary to a long list of: decisions to the 
effect that there could be no undue prejudice unless such com- 
petition did exist. 


Referring to what was proposed as “new and revolutionary,” 
the protestants said the new rating would destroy property 
values and work serious hardship and irreparable injury to 
them. They said that large sums of money had been invested 
in wire mills and plants throughout Official Classification terri- 
tory based upon faith in the continuance of the long established 
ratings, which, they asserted, had been in effect for twenty-five 
years or more. 


The Columbus McKinnon Chain Company, with a plant at 
Columbus, O., has also asked for suspension. It is interested 
in the rates from Terre Haute, Ind., to Columbus and from 
Pittsburgh to Columbus. The former would be increased from 
20 to 27.5 cents. The rate from Pittsburgh would be increased 
from $3.65 to $5.712 per gross ton. The Columbus protestant 
ascribed the increase from Terre Haute to Columbus to the fact 
that within the year one of three chain companies had removed 
one of its plants from Columbus. 
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CARRIERS GO INTO COURT 


The carriers involved in the case of California Growers’ and 
Shippers’ Protective League vs. Southern Pacific et al (known 
as the Hoch-Smith challenge case), in which the Commisison de- 
cided against the carriers, largely because of the Hoch-Smith 
resolution, have filed a petition and bill for injunction in the 
United States District Court for the Northern District of Cali- 
fornia, Southern Division, Third Division, to test the correctness 
of the Commission’s interpretation of the law. The petition says: 


The jurisdiction of this court depends upon Subdivision 28 of Section 41 
and Sections 45 to 48, inclusive, of the Code of Laws of the United States 
of America (44 Statutes at Large, Part 1), which provide for actions to enjoin, 
set aside, annul or suspend in whole or in part any order of the Interstate 
Commerce Commission, and the jurisdiction of said court depends upon the 
fact that this action arises under the Constitution and laws of the United 
States. 

The questions involved in this proceeding are of common and general 
interest and affect more than four hundred and fifty carriers. Each of said 
carriers is and was at all times herein mentioned a corporation duly organized 
and existing as such, or a receiver of such corporation, engaged in the business 
of transporting freight and passengers for hire in interstate commerce, subject 
to the jurisdiction of the Interstate Commerce Commission. Each of said car- 
riers was a party to and interested in the proceedings before the Interstate 
Commerce Commission, hereinafter mentioned, and each and every one of 
said carriers was and is affected by the said order of said Commission. The 
said carriers are so numerous as to make it impracticable to bring them all 
before this court and they constitute a class, which is fairly represented by 
petitioners. At the request of all said carriers, the petitioners have filed this 
petition on behalf of all of said carriers and for their benefit. 

Transcontinental rate groups “A” to “‘M”, inclusive, include, generally 

speaking, those portions of the United States (except Montana. North Dakota, 
South Dakota, Wyoming, and certain parts of Minnesota and Nebraska) which 
lie between the Rocky Mountains and the Atlantic Ocean, and transcontin- 
ental group “J’’ is, generally speaking, that portion of the United States 
situated upon the Eastern slope of the Rocky Mountains in the vicinity of 
and between Cheyenne, Wyoming, and Denver, Colorado, and also the South- 
easterly part of Colorado and the Easterly half of New Mexico, All of said 
transcontinental groups will be hereinafter collectively referred to as “eastern 
oints.”’ 
? Deciduous fruits, other than appes, the most important of which are 
grapes, pears, peaches, apricots, plums and cherries, are grown in large 
quantities in California and are transported in carload lots by the carriers 
from California to Eastern points. The carriers for more than fifteen years 
last past have fostered and encouraged the growth of the deciduous fruit 
industry in California, by establishing and maintaining rates for the trans- 
portation of said fruit in carload lots from California to eastern points, 
which rates have been consistently less than reasonable rates for said carriage. 
Such rates have promoted and maintained a free movement of said fruits 
and have contributed largely to the increase in the quantities of such fruits 
which have been transported by rail to eastern points. The number of carloads 
of deciduous fruits moved by these carriers from California (not less than 
ninety-five per cent (95%) of which has moved to eastern points) is shown 
by the following table: 


Year Carloads 
BE age eran. os else einer nia Rel kata 6,236 
he cho, bi phate yay Aca ee RV ACERS Hae 11,936 
BE Goh a Sora clos arrose hea Steen wre eS ae 16,778 
BI corde: 4y'0'uin let a ws 9.0 Nueva wane: a eho maNO NO 17,891 
I a rs Sol oka, oiSra.ca. lbh eanilele ee Morar ON e 24,628 
IN einiaa'6 6.0 690%); BREA CRS De ROPE 27,417 
Ac siaw \ined esicalsn aeaaemeunnnae 29,971 
Nie casa! a laseiialigiai a lav vials tiatarere ieee 35,246 
Pica ara urn hs'5,4 0 alin avires 66 1m: areata) a ator 40,209 
I es Oe (aha, 6r'54 (sian ane aie ee ate RIN ee SS ae 53,961 
I Sahn nu ceocias te 5.yet qtasaudarn hake ee eae aN 69,777 
Ba sbe ial: Talc Opang aianevacn NTU ere A eR alee 66,786 
I aahass wie sprg Grd bcaiaie: eae ang tewie Ais Re ee 86,795 
Na OR ciasiehasbtecsios aie naesiaciiower Steam 78,8038 
ee ON ts De oeeesnetevonectucews 87,807 


The carriers believe and allege that the amount of such fruit which they 
will move from California to eastern points during 1928 and each succeeding 
year will exceed the amount moving in 1926. 

At the time of the filing of the complaints before the Interstate Commerce 
Commission hereinafter mentioned, and at all times since November 18, 1922, 
the lawful rates on carload shipments of deciduous fruits (other than apples) 
from California to eastern points, are and have been as follows: 

To points in transcontinental groups ‘‘A’”’ to “M”, excluding “J,’’ $1.73 
per 100 lbs.; to points in transcontinental group “J,’’ $1.62 per 100 Ibs. 
Subject to a minimum weight of 26,000 lbs. per car. 

Said rates were established by the carriers in accordance with law, and 
were a voluntary reduction from higher rates theretofore in effect. Said rates 
now in effect are non-discriminatory and non-prejudicial, permit and facilitate 
the free movement of deciduous fruits and are not now and never since their 
effective date have been fully compensatory to the carriers, or any of them, 
but said rates were and are maintained by said carriers upon a basis less than 
reasonable, and less than fully compensatory to the carriers to encourage 
and foster the free movement of deciduous fruits. Said rates will be hereinafter 
referred to as the ‘“‘present rates.” 

On August 31, 1928, said California Growers’ & Shippers’ Protective 
League filed a complaint with said Commission against the carriers, entitled 
“Docket No. 15187, California Growers’ & Shippers’ Protective League, Com- 
plainant, vs. Southern Pacific Company et al., Defendants,”’ complaining that 
said rates were unreasonable and unduly prejudicial as compared with the 
rates on apples in carloads from and to the same points or groups, and with 
the level of rates on other commodities in general, in violation of Sections 
1 and 8 of the Interstate Commerce Act, and praying for a reduction of the 
rates of $1.62 per one hundred pounds to Group “J” and $1.78 to the other 
Eastern Transcontinental Groups, to $1.44 to all of said groups. After hearing 
and argument and on June 25, 1925, the Commission made its report and 
order dismissing said complaint and found that said deciduous fruits were 
moving freely in interstate commerce under said rates, that the volume of 
traffic had increased rapidly during recent years thereunder, and that the 
rates complained of were not unreasonable and were not unduly prejudicial. 
(100 I. C. C. 79) A petition by the complainants therein for re-argument of 
said complaint before the Commission was denied on March 2, 1926. 


On or about December 27, 1926, said California Growers’ & Shippers’ Pro- 
tective League filed with the Interstate Commerce Commission a second com- 
plaint against said carriers in a proceeding entitled ‘“‘Docket No. 191380, Cali- 
fornia Growers’ & Shippers’ Protective League, Complainant, vs. The Atchi- 
son, Topeka and Santa Fe Railway Company et al., Defendants.”’ Said com- 
plaint alleged that said present rates were unreasonable and unduly preju- 
dicial, in violation of Sections 1 and 8 of the Interstate Commerce Act, that 
they were higher than the lowest possible lawful rates compatible with the 
maintenance of adequate transportation service, and that they were upon an 
unjust and unreasonable basis with relation to other rates, in violation of 
the so-called Hoch-Smith Resolution, (48 U. S. Stat. at Large, Part 1, p. 801). 
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The complaint prayed that the rates be reduced to $1.44 per one hundred 
pounds, After a hearing had upon said complaint, and on July 20, 1927, the 
said Commission made its order in said proceeding as follows, (omitting 
therefrom, for the sake of brevity, the names of the eo thereto): * * * 

On September 10, 1927, the carriers filed with the Commission a petition 
for reconsideration of said order of July 20, 1927, and also a petition praying 
that the effective date of said order be postponed. On September 19, 1927, the 
Commission made an order postponing the effective date of said order of July 
20, 1927, until November 10, 1927, and directing that in all other respects the 
order of July 20, 1927, remain in full force and effect. On October 14, 1927, 
the Commission made an order in said proceedings as follows: * * ® 

On November 14, 1927, the Commission made a further order in said 
proceedings denying the said petition for reconsideration and affirming the 
said order of July 20, 1927, as so amended, and filed its report on further 
consideration, a copy of which is hereto attached, marked Exhibit “B” and 
is hereby referred to and made a part hereof. On November 22, 1927, the 
Commission made a further order in said proceedings postponing the effective 
date of said order of July 20, 1927, as amended, until January 10, 1928. 

The said order of July 20, 1927, as amended by the other orders referred 
to in this paragraph, is hereinafter, for convenience, referred to as “the 
order.” The report of July 20, 1927, and the report on further consideration 
of November 14, 1927, are hereinafter, for convenience, referred to as “‘the 
report.”” The rates fixed by the order are hereinafter referred to as the “new 
rates.”’ 

The order is void in that it takes from the carriers, and each of them, 
their private property for a public use without just compensation and de- 
prives the carriers, and each of them, of their property without due process 
of law, in violation of the Fifth Amendment to the Constitution of the United 
States; and in this behalf the carriers allege that the new rates would pro- 
duce an average revenue to the carriers of not to exceed $467.07 per car, using 
the highest rates prescribed in the order, and allowing for the increased 
minimum weight on grapes permitted thereby; that the average cost incurred 
by the carriers in performing said service is not less than $470.06 per car, 
without allowing for any profit; that the carriers will suffer a loss of not 
less than $2.99 on each car transported under the new rates, without allow- 
ing for any profit. In 1926, 74,356 carloads were transported by the carriers 
under the present rates; in 1927 up to November 18th of that year, over 
80,000 carloads were transported by the carriers under the present rates; 
and at least 80,000 carloads will be transported in the year 1928, and each 
year thereafter. The aggregate loss to the carriers under the new rates 
would exceed $240,000 per year. 

The order and the new rates and each of them are based upon a mistake 
of law and are erroneous and beyond the power of the Commission, in that 
the order was made and the new rates fixed without any determination or 
finding that the new rates or either of them are reasonable. It is true that 
said report does purport to find that rates higher than the ones fixed are 
unreasonable; but the word “unreasonable” as so used does not refer to the 
test of reasonableness prescribed by law and by Section 1 of the Interstate 
Commerce Act, but refers instead to the mistaken and erroneous belief 
of the Commission that the Hoch-Smith Resolution creates a new and different 
standard of reasonableness, dependent not upon the cost or value of the 
particular service, nor upon the right of the carrier to a reasonable return 
from its property, but rather upon the existence of a depression in the 
business of particular shippers, the inability of such shippers to realize a 
profit from their shipments, and upon the relatively prosperous condition of 
the carriers’ finances. No determination or finding upon the actual rea- 
sonableness of the new rates or either thereof was made by the Commission, 
nor were the existing rates found to be unreasonable, 

The order and the new rates and each thereof are not supported by the 
findings and are based upon a mistake of law, in that the Commission 
did not find that the present rates were unreasonable or unduly prejudicial. 
In this connection petitioners allege that said Commission found in and by 
said report in effect that all of the present rates are reasonable, but that said 
Commission erroneously based the new rates upon the grounds that the new 
rates were necessary to promote the freedom of movement by the carriers 
of deciduous fruit in interstate commerce, and were compatible with the 
maintenance of adequate transportation service. Said Commission erroneously 
construed said Hoch-Smith Resolution. Said Commission erroneously found 
that said resolution empowered and directed it to base rates for the trans- 
portation of a particular commodity in interstate commerce upon the condition 
of the particular industry concerned therein and without regard to the relative 
conditions prevailing in the several industries of the country. Said Com- 
mission erroneously found that the resolution empowered and directed it to 
base rates for the transportation of a particular commodity upon the general 
condition of the particular carrier’s business, without regard to the costs 
of service to said carrier or any profit to be earned by the carrier in trans- 
porting such commodity. It erroneously found that said Resolution authorized 
and directed it to prescribe rates for the transportation of the products 
of an industry in a depressed financial condition at a level below that which 
would return a reasonable or any profit whatsoever to the carriers, It 
erroneously found that said Resolution required it to fix rates for trans- 
portation of commodities at a level which would permit the shipper to 
continue his business at a profit even though the carrier affected should 
not be accorded a reasonable profit by said rate. It erroneously found that 
the Resolution required it to fix rates for products of agricultural pursuits 
in a depressed condition relatively lower than the rates fixed for similar 
products of other pursuits in a prosperous condition. It erroneously found 
that the Resolution authorized it to make alterations in the rates for the 
transportation of a particular commodity without consideration and re- 
arrangement of the general rate structure of the carriers or of the country, 
and the rates for transportation of other commodities. The said Resolution 
directs only the making by the Commission of reasonable and lawful changes 
in the rate structure of the country and does not direct or authorize the 
Commission to fix any rate unreasonable or confiscatory to said carriers. 
This Resolution has no application whatever to said hearing or said order or 
rates, but directs said Commission to arrange and adjust the whole rate 
structure of the country ‘‘to the end that commodities may freely move’’ 
in interstate commerce; it does not authorize or direct the Commission to 
make any alteration of the present rates independent of or without relation 
to the general rate structure of the country. 


The Commission fixed each of the new rates arbitrarily, contrary to the 
evidence and without any evidence to support it, in that 


(a) The finding of the Commission that the existing rates or any rates 
higher than the new rates are unreasonable is, as to each of the new rates, 
contrary to the evidence. It appears from the evidence without contradiction 
that the new rates will not yeild to the carriers the cost of transportation 
of the commodities covered thereby. The following facts appear without 
contradiction from the evidence adduced: that the average cost of trans- 
portation of each carload of deciduous fruit from California to eastern 
points is and will be not less than $4383.68, exclusive of taxes, and rentals 
of joint facilities necessary for this service; that the carriers are required to 
and do and will pay taxes upon their properties amounting to an average 
of 8.89 per cent of the total operating expense of each carrier; that the 
total average operating expense and taxes for each carload of deciduous 
fruit transported from California to eastern points is and will not be less 
than $470.06; that the carriers are obliged to and do and will expend certain 
additional sums for the rental of joint facilities necessarily used in the 
transportation of said deciduous fruits, which sums cannot be exactly stated 
at this time; that the total revenue per car which will be derived by the 
carriers under the rates specified in the order will not exceed an average 
of $467.07 per car, and that if the new rates, or either of them, are en- 
forced, the carriers will sustain a loss of not less than $2.99 per carload 
































































































































































































































































for each carload of deciduous fruits shipped from California to eastern 

ints. a ¢ 
ve (b) The finding of the Commission that there was an existing depression 
in the whole of the deciduous fruit industry is, as to each of the new rates, 
contrary to the evidence and contrary to the special findings of the Com- 
mission. It appears from the evidence without contradiction, and it was 
found by the Commission, that there is and has been no depression in the 
business of producing peaches, apricots and cherries. 

(c) The finding of the Commission that a reduction in the present 
existing rates of the carriers was and is necessary to promote the freedom 
of movement by the carriers of deciduous fruits in interstate commerce, is, 
as to each of the new rates, contrary to the evidence and contrary to the 
special findings of the Commission. It appears from the evidence without 
contradiction that all of said deciduous fruits are and have been moving 
freely in interstate commerce; that the freedom of movement of said fruits 
in interstate commerce has rapidly increased between 1917 and 1926, and 
that 74,456 carloads of said fruits moved in the year 1926. As hereinbefore 
alleged, more than 80,000 carloads have moved during 1927, prior to 
November 18th, and said fruits will hereafter move in the same or greater 
volume, 

(d) The finding of the Commission that the new rates were and are 
compatible with the maintenance of adequate transportation service is, as 
to each of the new rates, contrary to the evidence. It appears from the 
evidence without contradiction that the new rates, and each of them, are less 
than the lowest possible lawful rates compatible with the maintenance of 
adequate transportation service, and that the revenue which will be derived 
under said rates prescribed in said order will be insufficient to repay to the 
carriers the cost of transportation of said fruits, and insufficient to pay 
to the carriers a reasonable or any profit whatever thereon. 

(e) The finding of the Commission that the new rates were required 
by a due regard to the general and comparative levels in market value of 
the various classes and kinds of commodities, as indicated over a reasonable 
period of years, is contrary to the evidence. No evidence ‘whatever was intro- 
duced with respect to the market value of said deciduous fruits, except from 
the year 1917 to the year 1926, and this period does not constitute a ‘“‘reason- 
able period of years’ within the meaning of said Hoch-Smith Resolution. It 
is a fact, and was found by the Commission, that said period of years is 
merely a single period of steady decline in price levels of deciduous fruits 
from the wartime peak of prices of 1917. No evidence was introduced as to 
the general and comparative levels in market value of deciduous fruits and 
of the other various classes and kinds of commodities. 

(f) There is no evidenee whatever to support the assumption stated in 
the report on further consideration that the increased minimum load pro- 
vided by the order would make some increase in the average revenue per car. 

The order is based upon a mistake of law and is erroneous and beyond 
the power of the Commission, in that there is no warrant or authority for 
the fixing of the new rates excepting only the said Hoch-Smith Resolution, 
and that said Hoch-Smith Resolution violates the provisions of Amendement 
Ve - the Constitution of the United States, and is unconstitutional and 
void. 

The order is based upon a mistake of law and is erroneous and beyond 
the power of the Commission, in that it is based upon the construction 
by the Commission of said Hoch-Smith Resolution as permitting and re- 
quiring the fixing of rates which are confiscatory and less than reasonable, 
and that, as so construed by the Commission, said Hoch-Smith Resolution 
violates the provisions of Amendment V to the Constitution of the United 
States, and is unconstitutional and void. 

The order is based upon a mistake of law and is erroneous and beyond 
the power of the Commission, in that it is based upon the construction by the 
Commission of said Hoch-Smith Resolution as permitting and requiring the 
fixing of rates not according to any standard of reasonableness nor upon the 
cost or value of the service rendered by the carrier, but upon the existence 
of a depression in the business of particular shippers, the inability of such 
shippers to realize a profit from their shipments and upon the relatively 
prosperous condition of the carriers’ finances. As so construed, said Hoch- 
Smith Resolution violates the provisions of Amendment V to the Constitution 
of the United States and is unconstitutional and void. 

Said deciduous fruits have moved freely in interstate commerce during 
the.year 1927, the movement having increased from 174,456 cars during the 
year 1926 to more than 80,000 cars during the year 1927, prior to November 
18th of that year. During the year 1927 the carriers of the country as a 
whole have suffered a loss in their gross and net revenues and their financial 
condition is relatively less prosperous than it was during the year 1926. 

The order requires the carriers to put the new rates into effect 

on or before January 10, 1928, and further requires them to give notice 
thereof by not less than fifteen days filing and posting. Unless the 
enforcement, operation and execution of the order is restrained and 
suspended during the pendency of this proceeding irreparable injury 
will ensue to the carriers, in that they will be compelled, under 
the severe penalties prescribed by the Interstate Commerce Act, 
to publish, collect, and charge the lesser rates fixed by. the order, 
and no other or greater rates may lawfully be demanded or collected 
by them, so long as the order remains in effect; and upon final 
udgment in the proceeding, annulling said order, the carriers will 
ave no right to, and will be unable to, recover from the shippers 
the difference between the present rates and the new rates. This 
difference amounts to not less than $2.40 per ton, and, based on the 
traffic which is now moving, and which will move during the pend- 
ency of this proceeding, will amount to a large sum, exceeding 
$2,700,000.00 per year, all of which will be irrevocably lost to the 
earriers, and in addition thereto the carriers will sustain a loss of 
more than $240,000 per year by reason of the failure of the new rates 
to compensate the carriers for the cost of transporting the said de- 
ciduous fruit. On the other hand, the shippers of said fruits, if the 
order is sustained, may maintain proceedings before the Commission 
to recover, by way of reparation, the difference between the-~ new 
rates and the present rates, with interest thereon. The publication, 
filing and posting of said tariffs, and other similar action which 
the carriers will be forced to take under the order, also constitute 
an irreparable injury which will result to said carriers, if the en- 
forcement, operation and execution of the order is not restrained 
and suspended during the pendency of this proceeding. Petitioners 
have no plain, speedy or adequate remedy at law. 

Wherefore, petitioners pray— 


(1) That on the filing of this petition and after a hearing had 
on three days’ notice to defendants, this court enter its order sus- 
pending and restraining the enforcement, operation, or execution of, 
and setting’ aside, the order, and each and every part thereof, for 
sixty days from the date of the order; 

(2) That after further hearing in accordance with law, said 
court enter its order restraining, suspending and setting aside the 
order, and each and every part thereof, pending the final hearing 
and determination of this proceeding; 

(3) That after hearing held in accordance with law, this court 
enter its order suspending, setting aside and annulling the order, 
and each and every part thereof; 

(4) That the court make such other and further order or orders 
as is meet and proper in the premises. 


The petition is signed by Herman Phleger, M. E. Harrison, 
Platt Kent, James E. Lyons, James S. Moore, Jr., and Elmer 
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Westlake, attorneys for petitioners, and F. M. Angellotti, E. W. 
Camp, A. S. Halsted and Guy V. Shoup, of counsel. 

The roads signing the petition against the U. S. A. and the 
Interstate Commerce Commission are: 


The Ann Arbor Railroad Company; The Atchison, Topeka 
and Santa Fe Railway Company; The Baltimore and Ohi 
Railroad Company; Boston and Maine Railroad; Central Cali- 
fornit Traction Company; The Chesapeake and Ohio Railway 
Company; The Chicago and Alton Railroad Company, and 
William W. Wheelock and William G. Bierd, Receivers; Chicago and 
Northwestern Railway Company; Chicago, Burlington & Quincy 
Railroad Company; Chicago Great Western Railroad Company; Chi- 
cago, Milwaukee and St. Paul Railway Company, and H. E. Byram, 
Mark W. Potter and Edward J. Brundage, Receivers; The Chicago, 
Rock Island and Pacific Railway Company; The Delaware, Lacka- 
wanna and Western Railroad Company; The Denver and Rio Grande 
Western Railroad Company; Erie Railroad Company; Great Northern 
Railway Company; Gulf, Colorado, and Santa Fe Railway Company; 
Illinois Central Railroad Company; The Kansas City Southern Rail- 
way Company; Los Angeles & Salt Lake Railroad Company; The 
Michigan Central Railroad Company; Minneapolis, St. Paul & Sault 
Ste. Marie Railway Company; Missouri-Kansas-Texas Railroad Com- 
pany; Missouri Pacific Railroad Company; Modesto and Empire Trac- 
tion Company; The New York Central Railroad Company; The New 
York, New Haven and Hartford Railroad Company; Northern Pacific 
Railway Company; Northwestern Pacific Railroad Company; Pacific 


Electric Railway Company; Panhandle and Santa Fe _ Rail- 
way; Peninsular Railway Company; The Pennsylvania _ Rail- 
road Company; Pere Marquette Railway Company; Peta- 


luma and Santa Rosa Railroad Company; Sacramento Northern 
Railway; St. Louis-San Francisco Railway Company; St. Louis 
Southwestern Railway Company; San Diego and Arizona Railway 
Company; San Francisco-Sacramento Railroad Company; Southern 
Pacific Company; Texas and New Orleans Railroad Company; The 
Texas and Pacific Railway Company; Tidewater Southern Railway 
Company; Union Pacific Railroad Company; Visalia Electric Railroad 
Company; Wabash Railway Company; The Western Pacific Railroad 
Company. 


Hearing on the petition will be at San Francisco, Decem- 
ber 15. 

The Commission has postponed the effective date of the 
order, the legality of which is under attack in the California 
court, from December 10 to January 10. It was postponed so 
as to enable the carriers to observe the technicalities required 
by the law, whether they went forward with their attack in the 
eourts or gave it up and filed the rates ordered by the Com- 
mission. 

The Commission issued a supplemental report, dated Octo- 
ber 14, which cut close the time that would be required for 
observing the requirements of the law relating to the filing of 
applications for injunction or of the tariffs. 





ADDITIONAL FREIGHT FIGURES 


The Commission has issued two orders requiring railroads 
to furnish more detailed figures about traffic density and freight 
commodity statistics. They are effective January 1. The Hoch- 
Smith resolution is known to have caused their issuance, al- 
though the fact is not shown in the orders nor in an explanatory 
letter sent to the chief accounting officer of each carrier. 

All carriers having an annual operating revenue of $1,000,000 
or more, except switching and terminal companies, are required 
to furnish the traffic density figures. Class I and Class II car- 
riers are required to observe the order pertaining to freight 
commodity statistics. The traffic density figures, separated ac- 
cording to geographical divisions, are to relate to traffic carried 
in 1927. Switching and terminal companies are also exempted 
from the order relating to freight commodity statistics. The 
commodity statistics are to be compiled monthly. Class I car- 
riers are to render annual and quarterly reports. Class II car- 
riers are to make annual reports. 

Broadly speaking, the order pertaining to freight commodity 
statistics will make it possible for the Commission and others 
interested to determine the revenue derived from each com- 
modity class; and to ascertain the volume of traffic into and 
out of a given geographical division. Such facts are not deter- 
minable from the figures now reported to the Commission. In 
addition the new figures will enable one to determine how much 
of a given commodity class originates and terminates on the 
rails of a given carrier. That will enable the Commission or any 
other person or organization interested to ascertain how much 
of a given commodity has origin and destination on a given 
railroad and how much is either bridge traffic or traffic as to 
which the particular carrier is only the originating or deliver- 
ing carrier. 

The matter of thus enlarging the scope of the statistical 
reports was under discussion between the Commission’s bureau 
of statistics on the end hand and the accounting officers of the 
carriers on the other for a long time before the issuance of the 
orders. The carrier accounting officers objected to the enlarge- 
ment on account of the added expense. Estimates as to the 
additional expense have run as high as $2,000,000, but among the 
Commission men the idea is that the additional expense will be 
about $750,000 a year. 

While the. Hoch-Smith resolution may be regarded as the 
immediate cause for this call for additional statistics, shippers, 
for years, have been trying to obtain more detailed statistics to 
enable them to press cases in which they have contended that 





Decembe 








this, tha’ 
cost of 1 

The 
addresse 
statistics 


Ther 
new orde 
regard tc 
ning Jan 
special s' 

The 
class, in 
also the 
connectil 
increase¢ 
the arti 
necessit 
will be 
Associat 

The 
may be 
merely < 
compara 
lowed b 
of the 
classes 
and 251 
leaf tot 

the old 
ings we 
These \ 
nails @ 
accordil 
number 
class n 

The 


abolitio 
in plac 
subdivi 
erence 
clerks 
ings. _. 
the “R 


Ts 
in Off 
ised b 
part ¢ 
of the 
ber 1 
and e€ 
measi 
to the 
under 
York 
to 45 


St 

q 

in N 

const 

Febr 

tions 

exce 

reco! 

solid 
the 


carr 
of t 
pon 
asso 
that 
wes 
cen! 
wer 
in § 
poil 
Riv 
ma’ 
var 









thern 


ilway 
thern 
_ The 
ilway 
lroad 
lroad 


cem- 


the 
rnia 
d so 
lired 
the 
,om- 


’cto- 
for 
BE of 








December 3, 1927 


this, that or the other commodity was paying too much of the 
cost of transportation. 

The letter to the chief accounitng officer of each railroad 
addressed, signed by M. O. Lorenz, director of the bureau of 
statistics, is as follows: 


There are enclosed herewith for your information copies of two 
new orders relating to statistics in advance of service. The order in 
regard to commodity statistics affects the regular compilations begin- 
ning January 1, 1928, while the order regarding traffic density is a 
special statement for the year 1927 only. 

The new ee statistics are to show for each commodity 
class, in addition to what is now reported, the freight revenue and 
also the items, ‘‘tonnage terminating on line” and ‘‘delivered to 
connecting carriers.’””’ The number of commodity classes has been 
increased.’ The various class designations are merely indications of 
the articles to be included and do not completely list them. The 
ogy 4 for a revision of the “R. A. O. A. Commodity Classification’”’ 
will be brought to the attention of the Railway Accounting Officers’ 
Association. 

The following comments on the new list of commodity classes 
may be of assistance: The original plan of the revision contemplated 
merely certain subdivisions of the existing 70 classes so that complete 
comparability would be retained. This plan could not be strictly fol- 
lowed but it has been followed to a large extent, and the numbering 
of the classes has been arranged to facilitate comparisons. Thus, 
classes 40, 41 and 42 are subdivisions of the old class 4, classes 250 
and 251 are subdivisions of old class 25, etc. But the new class 80, 
leaf tobacco, cannot be combined with any other class to produce 
the old class 8, tobacco, because tobacco refuse, stems, and sweep- 
ings were not considered sufficiently important for a separate class. 
These will not fall into class 163. Again, class 512, ‘Iron and steel: 
nails and wire, not woven,’ contains articles in old class 69, and 
according to the plan indicated they should be in a class having a 
number Seginning with 69, but it seemed better to place this new 
class near the other classes relating to iron and steel. 

The omission of numbers 340, 480 and 600 is explained by the 
abolition of old classes 34, 48 and 60. Class 700 could not be assigned 
in place of old number 70 to L. C. L. freight as old class 69 is now 
subdivided into more than 10 parts. Classes 491 and 513 make ref- 
erence to the official classification. This does not mean that the 
clerks compiling the statistics must pay attention to the tariff rat- 
ings. The names of the articles to be included should be shown in 
the “R. A. O. A. commodity classification.” 


HOCH-SMITH IRON AND STEEL 


Tariffs reducing rates on export iron and steel, from points 
in Official Classification territory to north Atlantic ports, prom- 
ised by the eastern railroads in their brief in the iron and steel 
part of the Hoch-Smith investigation, reached the public files 
of the Commission on November 29. (See Traffic World, Novem- 
ber 12, p. 1095.) They bear December 31 as the effective date 
and expire by limitation at the end of 1928. They reduce the 
measuring rate, that to New York, by 20 per cent, with rates 
to the other ports on the customary differential basis, two cents 
under New York to Philadelphia and three cents under New 
York to Baltimore, with an increase in the minimum from 36,000 
to 45,000 pounds. 


SOUTHWESTERN ORDER POSTPONED 


The Commission has postponed the effective date of its order 
in No. 13535, Consolidated Southwestern Cases and the cases 
consolidated therewith, except Nos. 15217, 15231 and 17542, from 
February 3, 1928, to April 3, 1928. This is in response to peti- 
tions asking for postponement for one reason or another. The 
excepted cases are ones which have been dismissed, but for 
record purposes are still carried as among those that were con- 
solidated with the Commission initiated proceeding known as 
the Consolidated Southwestern Cases. 

Central Freight Association, Trunk Line and New England 
carriers filed a petition for reconsideration and modification 
of the Commission’s report and orders, and for further post- 
ponement of the effective date of the orders, in No. 13535 and 
associated cases. The petitioners said they subscribed to much 
that was set forth in the similar petition filed by the south- 
western carriers. They said, among other things, that the per- 
centage relationships fixed by the Commission in the class rates 
were too low; that rates prescribed by the Commission would, 
in some instances, be lower to the west bank Mississippi River 
points and to interior points than those to east bank Mississippi 
River points, and that the order regarding the establishment and 
maintenance of varying rates from defined territories via the 
various gateways should be modified. 


The Atlantic Coast Line, Seaboard Air Line and the Florida 
East Coast filed a petition in No. 13535 and related cases, 
in respect to rates on fruits and vegetables from Florida. The 
petitioners said they understood there would be filed in the 
near future, on behalf of all carriers in Southern territory, a 
petition asking modification of the reports and orders in this 
proceeding in such manner as to eliminate entirely therefrom the 
rates on fruits and vegetables between all points in Southern 
territory, on the one hand, and all points in Southwestern ter- 
ritory, on the other. The petitioners said they were filing their 
petition for the particular purpose of supplementing the peti- 
tion to be filed, as well as a petition already filed by the south- 
western carriers, in so far as the rates on fruits and vegetables 
from points in Florida were or might be involved in the pro- 
ceeding. They said further that the rates on fruits and vege- 
tables from Florida to all destinations throughout the country, 
including destinations in the southwest, were now before the 
Commission in No. 16939, Railroad Commissioners of Florida vs. 
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A. & R. et al., and asked that the rates on fruits and vegetables 
from Florida be left for determination in No. 16939. They asked 
postponement of the effective date of the order in No. 13535 as 
to fruits and vegetables from Florida referred to in the petition. 
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The Houston Chamber of Commerce and the Port Commis- 


sion of Harris County-Houston Ship Channel Navigation District 
petitioned the Commission to grant the petition of the 
water carriers for reconsideration and modification of the Com- 
mission’s findings 11 and 12, and others, in No. 13535 et al., in 
order that those carriers may be permitted to remain in the 
business to the port cities and meet the competition of other 
steamship lines whose rates are, at this time, not under the 
jurisdiction of the Commission. 


The New Orleans Great Northern petitioned the Com- 


mission in No. 13535, to modify its findings and orders so as 
to accord petitioner’s line the same measure of relief from the 
fourth section of the interstate commerce act in connection with 
the rates prescribed in No. 13535 as had been accorded the line 
in No. 13494, the Southern Class Rate case. 


The American Short Line Railroad Association peti- 


tioned the Commission to modify its findings and orders in No. 
13535, so as to permit of special rate treatment for a list of 
carriers set forth in an exhibit, permitting them to use the same 
level of first class arbitraries or differentials for that part of 
the haul over the short and weak lines named in the exhibit, 
in addition to the rates prescribed for the standard lines in 
No. 13535, as the lines use in publication of rates in No. 13494, 
the Southern Class Rate case, from and to interterritorial points, 
the other classes and commodities to bear the fixed percentage 
of the first class rates as prescribed for the standard lines, these 
arbitraries or differentials to accrue solely to the participating 
short or weak line or lines. It also asked fourth section relief. 


‘The National Furniture Traffic Conference filed a petition in 

. 13535 asking for leave to intervene and for modifications of 
the order. It says it came into existence after the Consolidated 
Southwestern Cases had been heard, briefed and argued, and 
that its first and only present purpose is to co-operate with the 
Commission to the end that furniture rates, ratings, minimum 
weights, etc., may be established on just and reasonable bases, 
and that in furtherance of that purpose it is diligently exerting 
every effort toward the early completion of its surveys of actual 
movements, values, loading possibilities and other transportation 
factors. It says further that the rates on furniture prescribed in 
No. 13535 will materially affect the transportation costs of the 
principals of the members of the conference. 

The Texas Cotton Manufacturers’ Association filed a petition 
in No. 13535 stating that it concurs in the petitions of defend- 
ants, dated October 17 and November 10, for further postpone- 
ment of the effective date of the order and for the continuance 
for a period of one year of the present northbound commodity 
rates on cotton piece goods. 

The Mississippi Central petitioned for modification of find- 
ings and order in No. 13535 concerning rates to and from points 
on its line. 


SULPHURIC ACID INVESTIGATION 


The Commission, in No. 20278, rate on sulphuric acid from 
Natrona to Brackenridge, Pa., has instituted an inquiry into the 
rate on sulphuric acid ordered to be established by the Public 
Service Commission of Pennsylvania to determine whether the 
rate causes or will cause any undue or unreasonable advantage, 
preference, or prejudice as between persons or localities in in- 
trastate commerce on the one hand and interstate commerce or 
foreign commerce on the other; and as to what rate, if any, or 
what maximum or minimum, or minimum and maximum, shall 
be prescribed to be charged and maintained in order to remove 
such advantage, preference, prejudice or discrimination, if any, 
that may be found to exist. 

The Pennsylvania railroad asked for the inquiry because the 
Pennsylvania commission ordered a rate on the acid in question 
from Natrona to Brackenridge, which was less than that permit- 
ted or required to be established by the federal commission. 
The Pennaylvania alleged that the rate so ordered by the Penn- 
sylvania ‘commission would result in unjust dise¢rimination 
against interstate commerce. 

In its order the Commission also reopened for further hear- 
ing in connection with this proceeding, No. 17260, Bertha Min- 
eral Co. vs. B. &.O. et al. 


MISSOURI STATE COAL RATES 


The Commission, in No. 20277, rates on bituminous coal 
from points in Missouri to Kansas City and St. Joseph, Mo., 
upon petition of the Santa Fe and other railroads operating in 
Missouri, has instituted a thirteenth section inquiry into the 
quality of the rates on slack or finely crushed coal, promulgated 
by the Missouri commission on May 28, to apply on shipments 
from Hume, N. & S. Coal Spur, and Foster, Mo., to Kansas City 
and St. Joseph. The petitioning railroads alleged that the rates 
ordered by the Missouri commission, if observed by them, would 
cause undue and unreasonable preference and advantage of 
intrastate commerce and unjust and unreasonable discrimination 
against interstate commerce. 
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INTRASTATE OIL SHIPMENTS 


Chief Justice Taft, of the Supreme Court of the United 
States, in an opinion, November 28, in No. 176, Atlantic Coast 
Line vs. Standard Oil Company of Kentucky, and No. 177, Stand- 
ard Oil Company, Incorporated, in Kentucky vs. Atlantic Coast 
Line, held that state rates were applicable to the transportation 
of gasoline, refined oil, lubricating oil and fuel oil, from Port 
Tampa and Jacksonville, Fla., to other points in Florida. The 
railroad company contended that interstate rates were applicable, 
because the shipments had originated outside the state. The 
oil products were brought to the Florida ports by tank steamers 
and distributed to points in Florida from storage at the ports. 
The Chief Justice said the court had no hesitation in saying 
that the nature of the commerce in controversy was intrastate. 

In delivering the opinion of the court Chief Justice Taft 
said: 


This case comes here for review on petitions for certiorari to the 
United States Circuit Court of Appeals for the Sixth Circuit by 
both parties, allowed March 21, 1927 (273 U. S. 691). The District 
Court's opinion is reported in 13 Fed. (2d) 633; that of the Circuit 
Court of Appeals in 16 Fed. (2d) 441. 

The case was begun by a bill in equity filed by the Standard Oil 
Company, a corporation of Kentucky, in the District Court for 
the Western District of Kentucky against the Atlantic Coast Line 
Railroad Company, a corporation of Virginia, to secure an injunc- 
tion forbidding the defendant from charging the ,complainant for 
the transportation of gasoline, refined oil, lubricating: oil, and fuel 
oil from the cities of Port Tampa, Tampa and Jacksonville, all in 
Florida, to other points in the same state, at rates of freight other 
than the lawfully established intrastate rates for such commodities. 

The bill avers that since June 15, 1923, the defendant railroad 
company has refused to accept shipments of the complainant from 
Port Tampa, Tampa and Jacksonville, Florida, to other points 
within the state at intrastate rates, and has compelled the complain- 
ant to pay thereon higher interstate rates, which it has done under 
protest; that according to the records of the complainant it has 
already overpaid to the defendant, between June 15, 1923, and 
April 17, 1925, the sum of $63,000. The prayer is for a temporary 
injunction and that, if the merits of the case are adjudged in 
favor of the complainant, a permanent injunction be granted and 
the case be referred to a special master to determine the over- 
charges, and that a judgment be entered therefor with interest 
at 6 per cent from the date the same were accepted by the de- 
fendant until paid. 

The answer denies that the charges collected were for other than 
interstate business. A motion to dismiss was made, on the ground 
that the complainant had an adequate remedy either at the common 
law or under a special remedy provided by the Florida statute. 
This motion to dismiss was overruled by the District Court (Stand- 
ard Oil Company vs. Atlantic Coast Line Railroad Co., 13 Fed. 
(2d) 633, and while on appeal error was assigned for this, it does 
not appear to have been considered by the Circuit Court of Ap- 
peals (16 Fed. (2d) 441), and is not assigned for error here. The 
jurisdiction rests on diverse citizenship of the parties and the only 
question before us is upon the merits. 

The plaintiff maintains at Port Tampa, Tampa and Jacksonville 
large storage facilities, consisting of tanks and warehouses for 
receiving and storing gasoline, refined oil, lubricating oil and fuel 
oil. It does not produce or refine any of these products. Gasoline, 
refined oi] and lubricating oil it buys from the Standard Oil Company 
of Louisiana from its refineries at Baton Rouge, Louisiana, while 
the fuel oil it buys from the Standard Oil Company of New Jersey 
from Tampico, Mexico. These four varieties of oil products are 
brought into Port Tampa and Jacksonville in tank steamers owned 
and chartered by the sellers, and, with the exception of lubricating 
oil, the oil is pumped by ships’ pumps from the steamers through 
pipe lines owned by the plaintiff into plaintiff’s storage tanks at 
ort Tampa and at St. Johns River Terminal, Jacksonville, Florida. 
Lubricating oil is pumped from the tank steamers by ships’ pumps 
into tank cars at Port Tampa, or at Jacksonville and by them con- 
veyed respectively over defendant's lines to plaintiff’s storage tanks 
at Tampa, a distance of about nine miles from Port Tampa, or to 
Kings Road, a distance of about two miles from St. Johns River 
Terminal, near Jacksonville. All the products are purchased by the 
pate to be delivered to it by the sellers at Port Tampa and 
acksonville, title not passing to the plaintiff until the products 
have been so delivered, settlement between the seller and purchaser 
being made upon the basis of the amount actually delivered into 
tank cars and tanks. The prices to be paid for gasoline, refined oil 
and lubricating oil are the current market prices in effect at the 
time the products are delivered to plaintiff at Port Tampa and 
Jacksonville. Fuel oil is purchased on yearly contracts at stipulated 
prices. The tank cars used by the plaintiff in its business are not 
owned by the railroad company, but are leased by the plaintiff and 
hauled by the defendant over its line in common carrier service. 

At Port Tampa plaintiff maintains for the storage of gasoline 
five tanks, with an aggregate capacity of 110,000 barrels; for refined 
oil, storage tanks with a total capacity of 20,000 barrels; and for 
fuel oil, tanks with a total capacity of 127,000 barrels. At Jacksonville 
it maintains for the storage of gasoline, tanks with a total capacity 
of 162,000 barrels; for refined oil, storage tanks with a capacity 
of 40,000 barrels, and for fuel oil, storage tanks with a total capacity 
of 145,000 barrels. 

Throughout Florida the plaintiff maintains 123 bulk stations 
where it has sufficient tankage and storage facilities for gasoline, 
refined oil and lubricating oil to meet the current needs of its cus- 
tomers supplied from such stations. These stations ordinarily get their 
supply of gasoline and refined oil from the storage tanks maintained 
at Port Tampa and Jacksonville, by means of tank cars. Very little, 
if any, gasoline or refined oil is delivered to consumers directly from 
the storage tanks at Port Tampa and Jacksonville. The gasoline 
and refined oils are delivered from the bulk stations to plaintiff's 
consumers by means of tank wagons. Plaintiff also maintains a large 
number of service stations in the state of Florida, which, in the 
usual course of business, are supplied with gasoline and refined oil 
directly from the bulk stations, although occasionally a_ service 
station is supplied with gasoline supplied in tank cars directly from 
Port Tampa and Jacksonville. 


Under ordinary business conditions plaintiff keeps in its storage 
tanks at Port Tampa and at Jacksonville a sufficient supply of gaso- 
line and refined oil to take care of its requirements for from forty-five 
to sixty days; a sufficient supply of fuel oil for from thirty to sixty 
days; and in its storage tanks at Tampa and at Kings Road, a sufficient 
supply of lubricating oil for from sixty to ninety days, the exact 
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time depending entirely upon business conditions and demands for 
the products in that section of the state. The plaintiff pays local 
taxes to the state of Florida on all of its products in hand in its 
storage tanks on the Florida assessing dates. 

After the lubricating oil is placed in the storage tanks at Tampa 
and at Kings Road, it is distributed and sold in tank wagons, barrels 
and smaller containers, although a small percentage of same is sent 
out in tank wagon cars to plaintiff's bulk stations and possibly to 
some small consumers. 

The fuel oil is furnished by the Standard Oil Company of New 
Jersey to the plaintiff under a yearly contract for a million barrels 
to be delivered monthly in tank steamers at Port Tampa and Jack- 
sonville as needed. Approximately ninety-five per cent of the fuel 
oil sold by plaintiff in Florida is on contracts made before the oil 
has been shipped from the point of origin to plaintiff at Port Tampa 
and Jacksonville. Most of these are for a period of a year, covering 
the requirements of the various consumers, with average monthly 
deliveries stipulated, although in actual practice shipments from 
the storage tanks to the consumers are accommodated to their needs 
as under requirement contracts. There is no separation of the fuel 
oil under contract from that not under contract, all being of the 
same grade. At the time the shipment of the fuel oil is made from 
the point of origin, plaintiff can not say where any particular cargo 
of same, or any part thereof, will go after it has been pumped into 
the storage tanks, to whom it will go, or when it will be shipped. 
At the time of shipment from the point of origin, the only destinations 
which can be given are Port Tampa and Jacksonville, respectively. 

The railway company has nothing to do with the boat movement 


of the products used by the plaintiff in its Florida business. There : 


is no through rate and no joint arrangement of any character be- 
tween the water carrier and the defendant. Movement by boat, 
while interstate commerce, is not actually under regulation by the 
Interstate Commerce Commission. From two to four boats per month, 
with an average capacity of 45,000 barrels each, discharge their 
cargoes in plaintiff’s storage facilities at Port Tampa and Jackson- 
ville. A boat requires from one to three days to discharge its cargo, 
and while boats are engaged in discharging their cargoes into the 
storage tanks of plaintiff, tank cars are being loaded from the same 
storage tanks, for the purpose of supplying plaintiff's bulk stations, 
service stations and possibly a small amount directly to some con- 
sumers, 

Plaintiff has been conducting its business in the manner here 
stated for many years, and it was not adopted for the purpose of 
evading the payment of interstate rates. Its business could not 
be conducted without the storage facilities herein described, and 
until June 15, 19238, all shipments by the plaintiff from Port Tampa, 
Tampa and Jacksonville over defendant’s lines to other points in 
Florida over purely intrastate routes, were accepted by the defendant 
as intrastate commerce. Since June 15, 1923, however, the de- 
fendant has classified these shipments as interstate commerce, and 
collected freight on the basis of interstate rates. Geners!'ly in respect 
to this transportation the intrastate rates approved by the Florida 
State Commission are lower than the interstate rates under the 
classification of the Interstate Commerce Commission, and it is the 
difference in favor of the plaintiff in the intrastate rates which has 
led to this litigation. 

The District Court held that all the transportation of oil by the 
defendant for the plaintiff, after the oil reaches the storage tanks 
or tank cars, in Tampa, Port Tampa or Jacksonville, is intrastate 
commerce, and that the plaintiff is entitled to secure the transporta- 
tion necessary in that commerce at intrastate rates. 13 Fed. (2d) 
633. The Circuit Court of Appeals modified the order of the District 
Court, 16 Fed. (2d) 441, and held that the fuel oil landed at Port 
Tampa is a continuous foreign and interstate shipment from Tam- 
pico to its ultimate destination in Florida where it is used; that 
the gasoline and kerosene shipments through to Port Tampa must 
also be classified as interstate shipment from Baton Rouge to the 
bulk stations where they are distributed; that the lubricating oils 
received at Port Tampa must be treated as distributed from the 
Tampa and Jacksonville storage tanks, and that from those places 
its transportation is to be regarded as intrastate; that as to gasoline 
and kerosene in Jacksonville, as 13 per cent of it received into the 
tanks is used locally at Jacksonville, it must all be regarded as intra- 
state; that as to Jacksonville fuel oil the record is obscure and the 
case must be sent back to the trial court for further evidence. 

These two writs of certiorari are secured the one by the plaintiff 
oil company to reverse the decision of the Circuit Court of Appeals 
in so far as it reversed the District Court and the other by the de- 
fendant railway company to reverse that decision in so far as it 
affirmed the District Court. 

It seems very clear to us on a broad view of the facts that the 
interstate or foreign commerce in all this oil ends upon its delivery 
to the plaintiff into the storage tanks or the storage tank cars at 
the seaboard, and that from there its distribution to storage tanks, 
tank cars, bulk stations and drive-in stations, or directly by tank 
wagons to customers, is all intrastate commerce. This distribution 
is the whole business of the plaintiff in Florida. There is no destin- 
ation intended and arranged for with the ship carriers in Florida 
at any point beyond the deliveries from the vessels to the storage 
tanks or tank cars of the plaintiff. There is no designation of any 
particular oil for any particular place within Florida beyond the 
storage receptacles or storage tank cars into which the oil is first 
delivered by the ships. The title to the oil in bulk passes to the 
plaintiff as it is thus delivered. When the oil reaches these storage 
places along the Florida seaboard, it is within the control and 
ownership of the plaintiff for use for its particular purposes in 
Florida. The plaintiff is free to distribute the oil according to the 
demands of its business, and it arranges its storage capacity to 
meet the future variation in its business needs at Tampa, Port 
Tampa, or Jacksonville or St. Johns River Terminal. 


The question whether commerce is interstate or intrastate must 
be determined by the essential character of the commerce, and not 
by mere billing or forms of contract, although that may be one of 
a group of circumstances tending to show such character. The re- 
shipment of an interstate or foreign shipment does not necessarily 
establish a continuity of movement or prevent the shipment to a 
point within the same state from having an independent or intra- 
state character, even though it be in the same cars. Chicago, M. & 
St. P. Ry. Co. vs. Iowa, 233 U. S. 334. The change from rail to ship 
has often been held consistent with a continuity of interstate or 
foreign commerce, even though there may be only local billing. 
Texas & New Orleans R. R. Co. vs. Sabine Tram Co., 227 U. S. 111; 
Railroad Commission of Louisiana vs. Texas & Pacific Ry. Co., 229 
U. S. 336; Baer Bros. Mercantile Co. vs. Denver & Rio Grande Rail- 
road Co., 233 U. S. 479. On the other hand, in Chicago, M. & St. P. 
Ry. Co. vs. Iowa, supra, the reshipment of an interstate shipment 
of coal after its arrival in the state in the same carload lots was 
held not inconsistent with the change from interstate to intrastate 
commerce. In Baltimore & Ohio S. . R. R. Co. vs. Settle, 260 
U. S. 166, 170, a shipper billed his goods from one state to another, 
paying the interstate freight and reshipped them to another point in 
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the second state, intending from the first to reach the latter destina- 
tion, but interrupting the transportation only to take advantage of a 
difference in his favor between the through rate and the sum of those 
paid. It was held that the essential nature of the entire movement 
was in interstate commerce and that the shipper must pay the only 
lawful rate Which was the interstate commerce rate to the final 
destination. These cases are illustrations to show that the determina- 
tion of the character of the commerce is a matter of weighing the 
whole group of facts in respect to it. 

The important controlling fact in the present controversy, and 
what characterizes the nature of the commerce involved, is that 
the plaintiff’s whole plan is to arrange deliveries of all of its oil pur- 
chases on the seaboard of Florida so that they may all be there 
stored for convenient distribution in the state to the 123 bulk stations 
and to fuel oil plants in varying quantities according to the demand 
of the plaintiff’s customers, and thence be distributed to subordinate 
centers and delivery stations, and this plan is being carried out 
daily. There is neither necessity nor purpose to send the oil through 
these seaboard storage stations to interior points by immediate 
continuity of transportation. The seaboard storage stations are the 
natural places for a change from interstate and foreign transporta- 
tion to that which is intrastate and there is nothing in the history 
of the whole transaction which makes them otherwise, either in 
intent or in fact. There is nothing to indicate that the destination 
of the oil is arranged for or fixed in the minds of the sellers beyond 
the primary seaboard storages of the plaintiff company at Tampa, 
Port Tampa, Jacksonville or the St. Johns River Terminal. Every- 
thing that is done after the oil is deposited in the storage tanks at 
the Tampa destinations, or at the Jacksonville destinations is done in 
the distribution of the oil to serve the purposes of the plaintiff com- 
pany that imported it. Neither the sellers who deliver the oil nor the 
railroad company that aids the delivery of the oil to the storage 
tanks and tank cars at the seaboard has anything to do with deter- 
mining what the ultimate destination of the oil is and has no interest 
in it and has no duty to discharge in respect to it, except that the 
railroad company, afer the storage in Florida has been established 
for the purposes of the plaintiff company, accepts the duty of trans- 
porting it in Florida to the places designated by the plaintiff company. 

The compensation for the transportation of the oil through the 
pipe lines from the steamers to the storage tanks or to the storage 
tank cars, and the transportation of those cars to the seaboard 
storage tanks of the plaintiff, is not here in question, and we are 
not asked to determine whether such deliveries to the storage tanks 
and cars on the seaboard from the steamers are interstate or foreign 
commerce, . 

We have no hesitation in saying that the nature of the commerce 
in controversy in this case was intrastate. 

The case is like that of General Oil Company vs. Crain, 209 U. S. 
211, in which the General] Oil Company sought an injunction against 
the collection of a tax for the inspection of certain of its oils in 
Tennessee, which it had brought into Tennessee and stored in tanks, 
and marked in storage tanks as oil already sold in Arkansas, Louis- 
jana and Mississippi, and which remained in Tennessee only long 
enough to be properly distributed according to the orders therefor, 
and other oil in other tanks marked to be sold in those states but 
for which no orders at the time of shipment from the manufacturing 
plants had been received. This court held that the Tennessee tax was 
not a burden on interstate commerce as applied to oil coming from 
certain states though ultimately intended for sale and distribution 
in states other than Tennessee; that the oil was subject to a tax 
while it was being stored in Tennessee for convenience of distribution 
and for reshipping in tank cars and barrels; that this was business 
done in Tennessee, where the oil was brought to rest, and was for a 
purpose outside its mere transportation. 

It is not a question of maintaining the identity of oil as if a 
fungible in storage tanks through which it passed. The facts 
indicate that the plaintiff itself makes no such distinction and cer- 
tainly agrees with no one to make such a distinction. The fuel 
oil is not different from the other kinds. While the fuel oil is pur- 
chased by the plaintiff from a selling company, which has a year’s 
contract, the plaintiff delivers it from Tampico, at the Florida sea- 
board, as it is likely to be needed to meet the obligations of a number 
of yearly contracts made by the plaintiff for its delivery in certain 
parts of Florida. No oil which comes in is labeled or identified in 
any particular way with any particular company, except after it 
is shipped to that company from Tampa or from Jacksonville. There 
is no passage of title from plaintiff to the contract purchasers and 
there is no setting apart of particular ofl until the shipments are 
made at the end of this interval of weeks and months in accordance 
with the needs of those who have contracted to buy it. 

The argument is made that these are continuous streams of oil 
from Baton Rouge or Tampico into bulk stations in the interior of 
Florida where it is sold to the customers of the plaintiff, and that 
its interstate character continues through that entire passage. It 
may be, as suggested in the argument, that oil is being discharged 
into plaintiff’s receptacles for its storage at the same time that it 
is being discharged from the storage tanks into storage tank cars for 
its distribution, but that is not at all inconsistent with its being a 
closing of an interstate or foreign transportation and a beginning of 
intrastate distribution for the purposes and business of the plaintiff. 

We think the view of the Supreme Court of Florida in a mandamus 
case in respect to these very rates is the correct one. State vs. Sea- 
board Air Line Ry. Co.; Same vs. Atlantic Coast Line Railroad Co., 
109 So. Rep. 656. We concur in the reasoning and conclusions of the 
United States Circuit Court of Appeals for the Fourth Circuit in 
Atlantic Coast Line Railroad Co. vs. Standard Oil Co. of New Jersey; 
Seaboard Air Line Ry. Co. vs. Same, 12 Fed. (2d) 541. 

Reliance is put on Stafford vs. Wallace, 258 U. S. 495, to sustain 
the claim that this transportation of plaintiff’s oil in Florida is inter- 
state commerce. In that case the question under consideration was 
the validity of the Packers and Stockyards Act of Congress of 1921, 
c. 64, 42 Stat. 159, providing for the supervision by Federal authority 
of the business of the commission men and of the live stock dealers 
in the great stock yards of the country, and it was held that for the 
purvose of protecting interstate commerce from the power of the 
packers to fix arbitrary prices for live stock and meat through their 
monopoly of its purchase, preparation in meat, and sales, Congress 
had power to regulate the business done in the stockvards, although 
there was a good deal of it which was, strictly speaking, only intra- 
state commerce. It was held that a reasonable fear upon the part of 
Congress, that acts usually affecting only intrastate commerce when 
occurring alone, would probably and more or less constantly be per- 
formed in aid of conspiracies against interstate commerce, or con- 
stitute a direct and undue obstruction and restraint of it, would 
serve to bring such acts within lawful Federal statutory restraint. 


The Court relied much on the case of United States vs. Ferger, 
250 U. S. 199, where the validity of an act of Congress, punishing 
forgery and utterance of bills of lading for fictitious shipments in 
interstate commerce. was in question. It was there contended that 
there was and could be no commerce on a fraudulent and fictitious 
bill of lading, and therefore that the power of Congress could not 
embrace such pretended bill. In upholding the act, this Court, speak- 
ing through Chief Justice White, answered the objection by saying: 
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“But this mistakenly assumes that the power of Congress is to 
be necessarily tested by the intrinsic existence of commerce in the 
particular subject dealt with, instead of by the relation of that sub- 
ect to commerce and its effect upon it. We say mistakenly assumes, 
ecause we think it clear that if the proposition were sustained it 
would destroy the power of Congress to regulate, as obviously that 
power, if it is to exist, must include the authority to deal with ob- 
structions to interstate commerce (In re Debs, 158 U. S. 564) and 
with a host of other acts which, because of their relation to and 
influence upon interstate commerce, come within the power of Con- 
gress to regulate, although they are not interstate commerce in and 
of themselves.”’ 

The use of this authority as a basis for the conclusion in Stafford 
vs. Wallace clearly shows that the case can not be cited to show what 
is interstate and what is intrastate commerce in a controversy over 
rates to determine whether they come normally within the regulation 
of Federal or State authority. 

Our conclusion is that in all the cases presented by the plaintiff in 
its bill, intrastate rates should have been applied and should be 
applied in the future, so long as the facts remain as they are now. 
This leads to a reversal of the decision of the Sixth Circuit Court 
of Appeals as to fuel oil from Port Tampa, as to gasoline and kero- 
sene from Tampa, and an affirmation of its decision as to lubricating 
oil through Port Tampa; an affirmation of its decision as to gasoline 
from Jacksonville, as to kerosene from Jacksonville, and as to lu- 
bricating oil from Jacksonville. As to fuel oil from Jacksonville, the 
Circuit Court of Appeals left the matter undetermined. We think 
that fuel oil also from Jacksonville should be treated as subject to 
intrastate rates. The result is that the decision of the Circuit Court 
of Appeals is partly affirmed and partly reversed, that of the District 
Court is wholly affirmed, and the case is remanded to the District 
Court for further proceedings. 


MILWAUKEE REORGANIZATION 


By denying a petition for a writ of certiorari in No. 588, 
Edwin C. Jameson et al., petitioners, vs. Guaranty Trust Com- 
pany of New York et al., the Supreme Court of the United States, 
November 28, refused to review the decisions of lower courts 
upholding the reorganization plan of the Chicago, Milwaukee & 
St. Paul that is now before the Commission. Review was sought 
by the Jameson bondholders’ committee that has opposed the 
reorganization plan in the courts and before the Commission. 


K. C. S. VALUATION CASE 


The Supreme Court of the United States, November 28, in 
No. 293, United States vs. Kansas City Southern, the case in 
which the railroad attacked the Commission’s valuation of its 
property, reversed the lower court and remanded the cause to 
the district court for the western district of Missouri with di- 
rections to vacate the injunction decree and dismiss the peti- 
tion of the railroad for want of jurisdiction, on authority of 
United States vs. Los Angeles & Salt Lake, 273 U. S. 299. This 
disposition of the case was forecast last week. (See Traffic 
World, Nov. 26, p. 1224.) 


RECORD FALSIFICATION ALLEGED 


Attorneys in the Bureau of Inquiry of the Commission and 
the district attorney for the western district of Pennsylvania 
have advised the Commission that the grand jury in that dis- 
trict has returned an indictment against the Fruit Growers’ Ex- 
press Company, accusing it of falsifying records on the basis 
of which the Pennsylvania collected icing charges from receivers 
of fruits and vegetables, chiefly at Pittsburgh. The indictment 
is in 75 counts. That is said to be the record for volume in 
an indictment returned in that district. The return of the jury 
consists of a volume of about 180 pages. 

Claude De S. Thomas, W. H. Bonneville and W. J. Flood, 
the first mentioned a special agent, and the latter two attorneys 
for the Bureau of Inquiry, for the purpose of this case, were 
designated as special assistant district attorneys on account of 
the technical character of the allegations, which charge viola- 
tions of section 20 (7) of the interstate commerce act, the one 
relating to the keeping of records by carriers. 

Fifty counts allege the defendant falsified the records of 
weights of ice furnished and placed in the cars, and that such 
records were used in billing ice to the shippers or receivers of 
the cars. 

Fifteen counts allege the express company falsified railroad 
‘pills by means of the false weight bills. The other ten allege 
the company aided, abetted and procured the issuance of the false 
bills. 





CIVIL SUIT FOR PENALTIES 


The United States, at the instigation of the Commission, has 
filed civil suits, for the collection of penalties, in the federal 
court for the southern district of Ohio against the Baltimore 
& Ohio, the Cleveland, Cincinnati, Chicago & St. Louis and the 
Pennsylvania for the recovery of $10,000 from each of the de- 
fendants for failure to file tariffs on time in obedience to the 
order of the Commission in No. 16147, Procter & Gamble vs. 
Santa Fe et al., 122 I. C. C. 473. The order required the carriers 
to establish rates on naphtha, from Tulsa, Okla., and Wichita 
Falls, Tex., to Cincinnati of 46.5 and 49 cents, respectively, not 
later than April 15, 1927. The tariffs were filed on April 30, on 
one day’s notice. The penalty for failure to obey an order is 
$5,000 a day, each day being regarded as a separate offense. 
However, the government is not suing for the full amount for 
which it might ask. It is asking for only $10,000, or for punish- 
ment for a delay of two days. 








































































































































































Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Illinois.) Commerce Commission’s order 
for relocation of highway to provide subway instead of overhead 
crossing at railroad held not unreasonable, nor arbitrary.—Chi- 
cago & N. W. Ry. Co. vs. Illinois Commerce Commission, 158 
N. E. Rep. 376. 

Order of Commerce Commission, relocating highway to pro- 
vide subway instead of overhead crossing at railroad, requiring 
railroad, at its own expense, to install necessary false work for 
support of tracks and roadbed during construction of subway, 
held not to shift burden of public improvement to railroad, in 
violation of Const. Ill., art. 2, sec. 13, and Const. U. S. amend. 
14.—Ibid. 

A railroad is a public utility, and, in accepting its franchise 
from the state, agrees to submit to all burdens, conditions, and 
regulations imposed by the state with reference to its tracks 
and their intersections with highways necessary to promote 
and secure safety of the traveling public—Ibid. 

The Constitution supposes the pre-existence of the police 
power, and its construction must be with reference to that fact. 
—Ibid. 

A relocation of a highway can be ordered, under public 
utilities act, sec. 58 (Smith-Hurd Rev. St. 1925, c. 111%, sec. 
a only when necessary to preserve or promote public safety. 
—Ibid. 

Under public utilities act, sec. 58 (Smith-Hurd Rev. St. 1925, 
sec. 62), Illinois Commerce Commission has not the power to 
arbitrarily shift the financial burden of a highway relocation 
from state to railroad corporation, and attempt to do so would 
constitute an invasion of the railroad’s rights, under Const II1., 
art. 2, sec. 18, and Const. U. S. amend. 14.—Ibid. 

The police power of the state in matters touching public 
safety is broad, and under it a railroad may, in a proper case, 
be subjected to uncompensated obedience to police regulations, 
and may be compelled to relocate highway crossing.—Ibid. 

Reviewing courts will examine facts on which an order 
of the Commerce Commission relocating highway at railroad 
crossing is based and will sustain such order, if there is sub- 
stantial evidence to support iteIbid. 

On hearing before Commerce Commission of petition for 
relocation of highway at railroad crossing, oral testimony as to 
written rules of highway departmént with reference to percent- 
age of grades was incompetent, though admission was not re- 
versible error, in view of question involved.—lIbid. 

While state Commerce Commission is not a court, the rules 
as to the admissibility of evidence in a court should be observed 
in its -hhearings.—Ibid. 

At hearing before Commerce Commission on petition to re- 
locate highway at railroad crossing, refusal to permit railroad 
to cross-examine witness with respect to an exhibit attached to 
the petition, which had not been introduced in evidence, and 
concerning which the witness had not been examined in chief, 
held not error.—lIbid. 

Illinois Commerce Commission held not without jurisdiction 
to order relocation of highway at railroad crossing and require 
railroad to bear certain expense on the theory that such expense 
was a capital expense, involving the sale of bonds under the 
exclusive control of the Interstate Commerce Commission, under 
transportation act, U. S., Feb. 28, 1920, sec. 439, pars. 2, 9 (49 
U. S. C. A., sec. 20-a (U S Comp St, sec. 8592a)).—Ibid. 

. The authority of a railroad to project its trains across thor- 
oughfares must be taken to be subject to such limitations as 
may be imposed by the state as necessary for the safety of its 
citizens.—Ibid. 





Loss and Damage Decisions 


_ Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
stem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 







CARRIAGE OF LIVE STOCK 


(Supreme Court of Oklahoma.) The Supreme Court will not 
review an alleged error unless the error complained of is as- 
signed as such by the petition in error——Midland Valley R. Co. 
vs. Price, 260 Pac. Rep. 26. 
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Where there is no evidence from which the damages claimed 
by plaintiff can be ascertained, it is the duty of the trial court 
to instruct the jury to return a verdict for the defendant when 
properly requested so to do.—Ibid. 

It is the duty of a delivering carrier of live stock to pro- 
vide adequate receiving pens to take care of shipments of cattle 
in such sizes as is usual at that particular point, or such as 
may be reasonably anticipated from the general volume of busi- 
ness handled at such point.—Ibid. 

Where the evidence shows that the defendant, a common 
carrier for hire, tendered for delivery a shipment of 507 head 
of four and five year old steers about midnight on a dark night; 
that the only receiving pens available for receiving said steers 
was a pen 50 feet by 84 feet, located in a densely wooded coun- 
try; that a great deal of cattle were ordinarily shipped to and 
from said point; that several shipments of cattle as large as the 
one in question and at least one larger had been received at 
said point; that an additional wire pen had been maintained 
by said carrier as receiving pen for some time, but had been per- 
mitted to become torn down; and that said shipment of steers 
was placed in said receiving pen, and, by reason of being over- 
crowded, 22 head were trampled to death—such evidence is 
sufficient upon which to submit to a jury the question of neg- 
ligence of the carrier in not providing adequate facilities for 
receiving such shipments of live stock. A verdict based upon 
such evidence will not be disturbed on appeal.—Ibid. 

Where the instructions of the court do not cover special 
theories or defenses raised in the trial of the cause, counsel is 
bound to call the court’s attention to the omission by an appro- 
priate request for additional instructions, or he will be pre- 
cluded from making such failure available as reversible error.— 
Ibid. 

Instructions examined, and held to properly state the law 
of the case.—Ibid. 

Requested instructions examined, and held erroneous, and 
that the court’s refusal to give such instructions does not con- 
stitute error.—lIbid. 

Requested instructions examined, and held to have been 
substantially covered by the general charge.—Ibid. 

In an action for the death of 22 head of steers, alleged to 
have been caused by the negligence of a common carrier, and 
for expenses incurred in the burial and disposition of said steers, 
and the damages for the loss of the steers is based upon the 
market value, interest may be recovered prior to judgment under 
sections 5972 and 5973, C. O. S. 1921.—Ibid. 

In shipper’s action for damages to cattle due to negligent 
delay in shipment, evidence held insufficient for submission of 
question of shrinkage to jury.—Ibid. 

In shipper’s action for damages to cattle in transit and for 
death of cattle by being crowded in receiving pen, refusal of 
instruction that carrier was not liable for injuries sustained by 
cattle from crowding, fright, or inherent vice, not restricted to 
time they were in cars, was not error.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Supreme Court of Alabama.) Where message delivered by 
plaintiff to telegraph company directed captain of plaintiff’s 
vessel to take 60 tons of coal for voyage to designated port and, 
as delivered, stated that he should take 50 tons, master’s failure 
to disobey order cannot be held, on demurrer, to complaint, to 
have been intervening, efficient cause of damage to vessel from 
having insufficient fuel to get to port, so as to prevent recovery 
against telegraph company.—Mobile, M. & G. S. S: Co. vs. Postal 
Telegraph-Cable Co., 114 So. Rep. 181. 

Master of vessel is for some purposes alter ego of owner, 
but is responsible to owner for consequences of any deviation 
from instructions as to course of voyage unless caused by 
ee stress of weather, safety of vessel, or saving of human 

e-- ; 


OCEAN REPARATION AWARD 


The federal court for the southern district of New. York has 
upheld an award of reparation made by the Shipping Boasd 
against the French Line. ; 

On. July 17, 1923, the Shipping Board, in Docket No. 13, 
adopted the report and finding of H. E. Manghum, at that time 
the board’s commerce counsel, to the effect that the exacfion 
by the Compagnie Generale Transatlantique (French Line) of 
higher freight charges from the American Tobacco Company 
at New York City than those exacted from shippers who prepaid 
their charges at Bordeaux, France, constituted undue discrimina- 
tion in violation of sections 16 and 17 of the shipping act; in 
other words, that the exaction of higher charges on collect ship- 
ments than on prepaid shipments was contrary to the shipping 
act prohibiting undue discrimination. The case was assigned 
for further hearing on the question of damages and on December 
29, 1925, the board found that the American Tobacco Company 
had been damaged by the undue discrimination and issued an 
order directing the carrier to pay to the tobacco company 
$54,080,82, with interest. The carrier refused to pay the damage 
and suit was instituted against it by the tobacco company in 
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the United States district court for the southern district of New 
York. The case was tried November 21, 1927, before Justice 
Winslow.. Clinton Robb, of Washington, D. C., and New York 
counsel, represented the American Tobacco Company. A judg- 
ment for the American Tobacco Company in the amount of 
$78,230, which included interest up to that date, was handed 
down by the court. 

The plaintiff introduced in evidence certified copies of the 
poard’s findings and order of reparation, together with a copy 
of a certificate issued by the state of New York to the French 
Line and authorizing that line to do business in the state of 
New York. Plaintiff then rested and the court overruled defend- 
ant’s motion for a directed verdict. Thereupon, the defendant 
introduced in evidence portions of the record of the proceeding 
before the board, but not including any of the exhibits in the 
case. The defendant then offered in evidence the testimony of 
an expert in French law to the effect that the contract of 
affreightment, which was made in France and written in the 
French language, was enforcible under French law. The de- 
fendant then rested and each side asked for a directed verdict. 

The defendant’s chief contention was that the Shipping 
Board had no jurisdiction of this case, upon the theory that the 
shipping act had no extra territorial effect. It was argued that 
the contract should be construed according to French laws and 
that the Shipping Board had no authority whatever in the 
matter. 

The plaintiff maintained that the French Line had voluntarily 
subjected itself to the jurisdiction of the Shipping Board when 
it entered the ports of the United States and that the contract 
of affreightment, if contrary to the provisions of the shipping 
act by reason of its calling for a discrimination in freight charges, 
was abrogated by the shipping act. The plaintiff directed atten- 
tion to the analogy in this respect between the provision of the 
interstate commerce act and the shipping act. 

The court ruled that the only question was whether there 
was substantial evidence for the finding and order of the board; 
that, as the defendant had not introduced in evidence all the 
record of the proceeding before the Shipping Board, the court 
must assume that the record disclosed such substantial basis; 
and that, since the defendant had imtroduced in evidence nothing 
to overcome the prima facie showing made by the plaintiff in 
introducing the certified copies of the board’s findings and order, 
the award must be sustained. 


SUIT OVER LOSS OF CARGO 


In support of a petition for a writ of certiorari to the Circuit 
Court of Appeals for the Ninth Circuit, the Department of Jus- 
tice has filed a brief in the Supreme Court of the United States 
in opposition to a decision supporting libels filed against the 
United States vessel “West Aleta,” growing out of the shipment 
by three separate firms and corporations of commodities aboard 
that vessel in December, 1919, destined for the European ports 
of Rotterdam, Holland; Cardiff, Wales; and Hamburg, Germany. 

The steamer “West Aleta” was operated by the United 
States Shipping Board Emergency Fleet Corporation and took 
on cargoes at San Francisco for the European ports mentioned, 
and, through some error in navigation, the vessel stranded off the 
coast of Holland and was a total loss, together with her cargo. 
The claimants on account of the cargo loss assert that the ves- 
sel improperly deviated from its course and is, therefore, respon- 
sible for the loss of cargo sustained, whereas the government, 
through the department brief, denies that there was any devia- 
tion. The question of deviation is based upon a provision in the 
bills of lading, which is contended by the government expressly 
to give the vessel “leave to touch at any port or ports in any 
rotation or order, in or out of, the customary route and to call 
at any port or ports more than once.” 

In its brief the department asks that the Supreme Court 
reverse the decision of the Court of Appeals and remand the 
case to the District Court with direction to dismiss the libels. 





MISBILLING ALLEGED 

The Commission has been advised that the grand jury for 
the district of Maine has indicted Philip Barron, accusing him 
of violating section 10 of the interstate commerce act in that he 
shipped wet wool without so describing it or placing an inflam- 
mable placard on the cars containing the wet wool, as required 
by the explosives act. When arraigned on the five counts, the 
Commission’s advices said, Barron pleaded guilty and paid a 
fine of $500. 


DEPRECIATION CHARGES CASE 
The Trafic World Washington Bureau 


Further railroad opposition to the proposed depreciation 
rules put out by the Commission with regard to steam railroads, 
creating the case on which Commissioner Eastman and Exam- 
iner Bunten have been holding hearings for the greater part of 
& month, has been set forth by L. A. Downs, president of the 
Illinois Central. The Commission has postponed the effective 
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date of the order requiring the railroads to use the new rules 
so as to give the interested carriers a further hearing. 

According to Mr. Downs the proposed system of deprecia- 
tion accounting is based “upon a fundamental misconception of 
the correct theory of depreciation” and will adversely affect the 
railroads without producing any substantial benefit. He believes 
it will seriously impair the credit of many railroads and inter- 
fere with their ability to obtain new capital, thereby reducing 
their ability to give that service which the increasing commerce 
of the country demands. 

Mr. Downs said he had been told that the depreciation 
stated by the Commission in various valuation reports amounted 
on the average to more than 20 per cent. On the Illinois Central, 
he said, the tentative valuation showed a depreciation of nearly 
$81,500,000, or slightly more than 22.5 per cent. He said he was 
very sure that the Illinois Central was not worth 22.5 per cent 
less than it was when it was first built. He said he knew that 
that was not a fact and that he could not resist the conclusion 
that the effect of the order would be to impair the credit of the 
railroads by forcing them to make entries that admitted as an 
actual condition something that was untrue in fact. He said 
that as he understood the situation the proposed system would 
show that the Illinois Central, which at the close of 1922 had a 
corporate surplus of $94,000,000, had practically no surplus. In 
other words, that the proposed system of depreciation account- 
ing, with the stroke of a pen, would practically wipe out the 
surplus. 

The hearing on No. 15100 and cases joined with it in regard 
to proposed depreciation rules for steam railroad and telephone 
companies which Commissioner Eastman and Examiner Bunten 
started on November 9, has been adjourned to some day after 
January 11, to be announced hereafter. 

J. J. Ekin, comptroller of the Baltimore & Ohio, was the 
last witness on behalf of the President’s Conference Committee 
on Valuation of the Railroads of the United States, as he was 
also the first. He made a supplemental statement, saying that if 
the railroads were required to set up accounts to show past de- 
preciation, to be charged ultimately to profit and loss, they 
es - required to charge “a lot of depreciation to profit and 
oss twice.” 


NEW YORK CENTRAL VALUATION 
The Traffic World Washington Bureau 


A new thought in valuation was put before the Commission’s 
valuation division when Clyde Brown, arguing against the Com- 
mission’s valuation of New York Central system put forward 
facts to show that the Commission had discriminated against 
the New York Central. He pointed out that it had treated the 
Kansas City Southern more liberally than it had the New York 
Central, suggesting that perhaps the Kansas City Southern was 
the Commission’s fair-haired boy in the valuation work. Then 
he said the Kansas City Southern’s behavior was like that of a 
prodigal son, the reference being to the suits the Kansas City 
Southern had brought to enjoin the Commission in its valuation 
work. 

The novel idea was based upon a comparison of the per- 
centage of difference between the cost of reproduction new and 
the final value. In the case of the New York Central the differ- 
ence was 3.81 per cent while in the case of the Kansas City 
Southern the margin was 11.26 per cent; in the case of the 
Delaware & Hudson, 8.17 per cent and the Los Angeles & Salt 
Lake, 9.22. n 

“The Kansas City Southern seems to have been treated as 
the white-haired boy and to have behaved like a prodigal son,” 
said Mr. Brown. 

Mr. Brown and C. C. Paulding discussed the Commission’s 
theories and principles as shown in its depreciation amount ap- 
plied to the system. They said its application resulted in as 
great a depreciation in the case of a well maintained railroad 
as in the case of a railroad in which the maintenance was much 
less and irregular, based as it was upon the theory of straight 
line depreciation, that is, on an assumption that the useful life 
of a piece of property was so many years and deducting an 
amount each year equal to the percentage that year bore to 
the whole life. In their brief they said the depreciation on the 
New York Central system, as stated by the Commission, was 
equal to the destruction of 2600 miles of railroad, or about equal 
to the dimension of the Pittsburgh & Lake Erie and the Big 
Four. 

Application of valuation principles laid down by the courts 
in cases cited by them, they argued, would result in a valuation 
of the system at about $1,800,000,000 instead of the allowance of 
$1,454,208,752 made by the Commission. That sum of $1,800,- 
000,000, Mr. Brown said, included $1,347,000,000, the cost of repro- 
duction new as found by the Commission, plus $332,000,000 for 
the value of land and plus an allowance for going concern value, 
but no material and supplies or working capital. 

It was in connection with an allowance for going concern 
value that Mr. Brown made his interrogative suggestions of un- 
just discrimination against the New York Central which attracted 
attention because the difference between cost of reproduction 
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new and the final value set forth in the Commission’s report was 
so much less for the New York Central than for other roads. 
He did not make any claim of a definite sum as going concern 
value. But he quoted Justice Butler’s language in the Indianapolis 
Water Works case, “that ten per cent of the value of the physical 
elements would be low when the impressive facts reported by 
the commission (Indiana) are taken into account.” 

His suggestion, however, was that the difference between 
cost of reproduction new and final value might be taken as an 
allowance for going concern value. Therefore he wanted to 
show why the percentage allowed in the case of the New York 
Central was so much lower, for instance, than the percentage 
in the case of the Kansas City Southern. Mr. Brown said he 
did not care upon what foundation the difference was calculated, 
whether reproduction new or reproduction less depreciation, the 
fact was that the New York Central’s margin between the base 
and the final value was much less than that of thirteen other 
roads mentioned. Ten per cent of the cost of reproduction new, 
as going concern value, would give the New York Central $134,- 
000,000, or a final value, including land, of a little more than 
$1,800,000,000. 

Mr. Brown recited a number of facts about the New York 
Central as being impressive, so as to show that the rule laid 
down by Justice Butler certainly was applicable to the New 
York Central. 

Referring to the refusal of the Commission to make any 
allowance of expenditures from income but not capitalized, Mr. 
Brown suggested that that was an awakening of the Rip Van 
Winkle from a 14-year sleep, the Commission having found, about 
fourteen years ago, that the original cost to date could not be 
found. ‘i 

“If this Rip Van Winkle of original cost is to be awakened 
and his whiskers and hair trimmed in accordance with the 
prudent investment rule,” said Mr. Brown, “I suggest that his 
pockets be searched for the coins therein contained and the 
coins applied to payment for the hair cut.” 

R. J. Lehman, for the Commission’s bureau of valuation, said 
the New York Central’s claim was based on improper principles 
and that the Commission should not make any additional allow- 
ance for going concern value. He insisted that no help could 
be derived in this case by comparing what had been done in 
this case with what had been done in other cases. As to the 
Supreme Court’s language about an allowance of 10 per cent 
for going concern value on account of impressive facts, Mr. 
Lehman said “we do not know whether those same impressive 
facts exist as to the New York Central.” 


PENNSYLVANIA VALUATION 
The Trafic World Washington Bureau 


Arguments covering the whole field of valuations for rate- 
making and other purposes were made on November 28 and the 
following day before the Commission division having charge of 
valuation work in connection with the protest of the Pennsyl- 
vania against the tentative valuation the Commission had 
placed upen the property of that railroad, as of June 30, 1918. 
They were made by P. D. Williams, assistant general counsel 
for the railroad, and R. J. Lehman, an attorney for the Com- 
mission’s bureau of valuation. 

The company claimed a valuation of $220,000,000 greater 
than that allowed by the Commission. Of that sum, $120,000,000 
the company contended should be added to the cost of repro- 
duction new and $100,000,000 as “going concern” value. The 
Commission theory is that unless going concern value is spe- 
cifically proved it is included in the value of the property because, 
broadly speaking, the valuation is of a live and not a dead 
railroad; that is, one that is functioning and not one that con- 
sists merely of the physical elements needed to make a railroad 
but not used for transportation. 

The dispute as to the reproduction new value seemed to be 
caused by the inability of the Commission’s representatives and 
the railroad to agree as to the unit prices to be applied and as 
to whether expenses that were incurred when the railroad was 
built would be incurred in the event of its reproduction new. 
For instance, the railroad claimed an item of about $3,000,000 as 
representing what it had paid out to the states in which articles 
of incorporation were issued. On the other side it was claimed 
that not the whole of that expense would be incurred in the 
reproduction of the property new. 


Another dispute to illustrate the point was as to the cost of 
placing sand within the concrete structures raised in the course 
of the elevation of railroad tracks in Chicago. The Chicago & 
Western Indiana, it was said, incurred a cost of about 34 cents 
per cubic yard, while it was asserted that the Pennsylvania, 
using more machinery, had done the work at a cost of about 5 
cents per cubic foot. The Commission allowed 6.5 cents per 
cubic foot, although the Pennsylvania claimed its cost was 
about 9 cents, or at least considerably more than was allowed. 
The Commission averaged the costs of such work and allowed the 
Pennsylvania what it said was the average. 

A difference of $38,000,000 in the matter of track laying and 
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surfacing was also discussed at such length that Commissioner 
Taylor protested that no human mind, even after a year’s study, 
could retain the details about such things. He suggested a 
discussion of the principles involved, observing that, after all, 
valuation was a matter of opinion. Mr. Aitchison also showed a 
dislike for the argument, saying he believed that he had listened 
to at least sixty days of argument on that point alone. 

Mr. Williams said it was necessary because the Carriers 
were without detailed information as to how the bureau of 
valuation had built up its prices but that they had a suspicion 
that apparently the bureau’s figures were based on a different 
kind of track from that owned by the railroads in the Pennsyl. 
vania system. 

The Pennsylvania did not set forth a single-sum figure to 
show what it claimed. The tentative valuation used in the 
discussion was $768,970,937 as the “final value” of the property 
owned and used for common carrier purposes and $1,078,180. 
000 as the “final value” of the property used. Neither figure, 
however, covers the sytem but only the principal eastern lines, 
The Pennsylvania’s claim for an allowance of $100,000,000 as 
going concern value was set forth in the testimony of Thomas 
W. Hulme, its vice-president who had made a particular study 
of going concern value in valuation cases. 

In behalf of the Commission’s bureau of valuation Mr. Leh. 
man said the Commission could not consider the claim for an 
allowance of $100,000,000 as going concern value because of the 
absence of specific testimony based on some standard of meas- 
urement of going concern value. He said Mr. Hulme had no 
statistics or information of any sort to enable him to give proper 
weight to “good will,” “monopoly value” or similar factors in 
going concern value. Mr. Hulme, the attorney claimed, could 
not tell how much of the traffic of the Pennsylvania was non- 
competitive, although that fact had to be determined to find out 
anything about monopoly value. He further asserted that Mr. 
Hulme could not tell when the going concern value of the 
Pennsylvania was first attained because, as Mr. Hulme said, 
that was before he bacame connected with the Pennsylvania, 
In the absence of such facts, Mr. Lehman said, it was difficult 
to understand upon what Mr. Hulme based his claim for “going 
concern” value of $100,000,000. Mr. Lehman asserted that the 
claim had no proper basis and could not be considered by the 
Commission. He added that it was inequitable and improper. 


Mr. Lehman denied that there was any mystery about the 
methods used by the bureau of valuation in estimating the cost 
of track laying and surfacing. He also objected to the addition 
of anything to the cost of track laying and surfacing for the 
“seasoning” of a track. Commissioner Taylor objected to the 
objection, saying that as an experienced railroad operating 
officer he considered a seasoned track much more valuable 
than a new one and that seasoning did add to the value of a 
track. 


In the course of rebuttal argument by Mr. Williams, Com- 
missioner Aitchison wanted to know how Mr. Hulme became an 
expert in such matters as were under discussion. Mr. Williams 
said Mr. Hulme had devoted 37 years to the subject, the last 14 
of which were in connection with the valuation work of the 
Commission. Mr. Aitchison said that in the last 56 years he had 
given considerable attention to his own physique but he did 
not claim to be an expert on anatomy. 


“Perhaps,” said Mr. Williams “if the commissioner had de- 
voted as much study to his anatomy as Mr. Hulme has to 
this subject he would be an expert by this time.” 


“I should hate to think,” said Mr. Aitchison, “that Mr. Hulme 
had given closer study to the Pennsylvania railroad than I have 
to this poor carcass of mine.” 


MOTOR TRANSPORT DIVISION 


R. H. Aishton, president of the American Railway Associa- 
tion, has announced the appointment of A. P. Russell, vice-presi- 
dent of the New Haven, as temporary chairman of the motor 
transport division of the association. The division has just 
been created by the association, due to the growth and increas- 
ing importance of the motor bus and truck as an adjunct of 
railroad transportation, according to Mr. Aishton. George M. 
Campbell, of New York, assistant to the secretary of the asso- 
ciation, will be secretary of the new division. Mr. Aishton said 
approximately sixty railroads now operated motor busses. 

The work of the motor transport division will be divided 
into three sections, one of which will devote its attention to the 
study of the application of the motor bus to the use of steam 
railroads, while another section will study the application of 
the motor truck to the use of steam railroads. The third sec- 
tion will devote its attention to the application of the rail motor 
car to the use of steam railroads, particularly on lines where 
passenger traffic is not sufficient to warrant the operation of 
passenger trains. 

The first meeting of the motor transport division will be 
held in Chicago in January, the definite date to be fixed later, 
at which time a permanent organization will be perfected and 
the scope of the work of the division discussed. 
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Freight’ Rates 


Thirteenth of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The Manufacturing Industries 


Manufactured Articles.—The combining of a number of raw 
products of the mines, forests, seas, fields, and farms into fin- 
ished products for human consumption or further working is 
the function of manufacturing. Materials are brought from all 
parts of the United States and, in some instances, from all over 
the world, by the various instrumentalities of transportation— 
railroads, express companies, steamships, motor vehicles, and 
pipe lines, and, after conversion into finished or semi-finished 
articles, the goods are distributed by these instrumentalities to 
the consuming markets or to other industries for further manu- 
facturing processes. 

A number of phases of manufacturing in the broader sense 
have been discussed in connection with agriculture, mining, and 
foresting in earlier articles. Other specific industries, the prod- 
ucts of which are classed as manufactured articles by the rail- 
roads in Classifying freight traffic, will be briefly considered 
here. 

Textiles.—The textile industry is divided into five principal 
subdivisions—(1) cotton manufactures; (2) woolen goods; (3) 
knit wear; (4) silk goods; and (5) cordage, twine, jute, and linen 
goods. The general textile business is next in importance to 
the preparation of food products in value of annual production. 
Establishments manufacturing textiles do an annual business 
close to ten billion dollars and over a million and a half work- 
ers are employed in them. 

Cotton Goods.—Cotton goods, including small wares and 
cotton lace goods, are manufactured principally in New England 
and the south Atlantic states, with a few mills scattered through- 
out the middle west and the middle states. Raw cotton is 
shipped by rail and by steamship from the centers of production 
and concentration in the Gulf coast and south Atlantic districts 
to these mills. From these manufacturing centers the cloth is 
distributed throughout the United States. 


The United States is second to England as a producer of 
cotton textiles among the nations of the world, but, because 
of the great consumption of cotton goods within the United 
States, it is not the greatest exporter of cotton cloth that Great 
Britain is. America is a great raw cotton exporter, much of 
the cotton crop going to England, where it is manufactured for 
domestic consumption in England and for exportation as cloth 
to all the world. 


Woolen Goods.—The United States ranks third among the 
wool producing nations. Australia leads, with an annual pro- 
duction of over three-quarters of a billion pounds; Argentina is 
second, with over 314,000,000 pounds annual production; and the 
United States is third, with 310,000,000 pounds. This country 
furnishes about ten per cent of the world’s supply of raw wool, 
but leads the world in wool manufacturing, according to cal- 
culations based on imports, exports, and domestic production. 
be total annual value of woolen products is well over a billion 
ollars. 

The woolen industry includes, not only the production of 
the raw wool, but the scouring, carding, spinning, and weaving 
of the wool into various products, including worsted and woolen 
goods, carpets and rugs, felt goods, and wool felt hats. 

Although raw wool is produced in greater or less quantities 
in each of the forty-eight states, most of it, by far, comes from 
the southwestern, middle, and far western states. The manu- 
facturing of woolen goods, however, is concentrated largely in 
the New England and middle Atlantic states, Pennsylvania, 
Massachusetts, Rhode Island, Maine, Connecticut, New Hamp- 
shire, and New York having more than 75 per cent of the 1,000 
establishments engaged in the business. The shorn wool is 
moved by railroad and by combinations of railways and steam- 
ships from the principal producing areas in Texas, Montana, 
Wyoming, California, Utah, Oregon, Ohio, Idaho, and New Mex- 
ico to the eastern mills. Here products valued at $900,000,000 
to $1,300,000,000 annually are manufactured and _ distributed 
throughout the country. 

Our domestic production of raw wool does not supply our 
needs, so little or no exports are made. On the other hand, 
some three hundred millions of pounds must be imported annu- 
ally from the United Kingdom, Australia, Argentina, Uruguay, 
China, and other countries producing exportable surpluses. 

Silk and Rayon.—Raw silk is not produced in this country, 
but it is imported in large quantities, principally from Japan, 
China, and Italy. Raw silk, cocoons, and waste are brought in 
and manufactured in some 1,600 plants into finished products. 
More tban a third of these plants are in New Jersey, most of 
the. rest being in Pennsylvania and the balance in New York, 


Connecticut, Rhode Island, and Massachusetts. Paterson, New 
Jersey, is the center of the industry, with nearly 700 plants. 
The annual importation averages between 50 to 66 million 
pounds, valued in excess of four hundred million dollars. This 
traffic enters the country through the Pacific and Atlantic ports 
and is carried by the transcontinental rail lines and the water 
lines to the manufacturing centers. Here the goods are made 


up and distributed by rail and rail-and-water carriers throughout, 


the United States. Some is carried to the ports for export in 
the form of hosiery and broad silks. Manufactured silk is also 
imported in large quantities for use in all kinds of silk articles. 

Rayon is being produced in increasing quantities in the 
United States. It is used as a low-priced substitute for natural 
silk in hosiery, sweaters, dress goods and other articles of cloth- 
ing. Nearly 75,000,000 pounds of this product.is consumed here 
annually, eighty-five per cent of which is produced in this 
country. 

Leather and Leather Products.—The tanning industry ranks 
high among the leading manufacturing industries of the United 
States. Over 4,000 establishments, employing close to 325,000 
persons, are engaged in the business of converting raw hides and 
skins into leather for harness, upholstery, belting, and shoes 
and in making leather products. 

This country occupies an important place in the world’s 
production of leather, producing annually as much as the rest 
of the world combined. All of the domestic supply of hides 
is demanded and a large number of hides and skins are imported 
each year. 


The domestic hides and skins are purchased from the pack- 
ing companies or from importers and forwarded by rail and 
water carriers to the tanneries. From here the leather is for- 
warded to the glove, shoe, book, and harness centers for further 
working. A large export trade has been developed in leather 
goods, so that a considerable volume of leather and finished 
leather products is forwarded to the ports over the rail and 
water routes for exportation. ; 

Boots and Shoes.—Allied to the leather goods industry, bu 
reported separately by the United States Census Bureau and 


the Bureau of Foreign and Domestic Commerce, is the boot and’ 


shoe industry. Nearly 1,500 factories manufacture footwear val- 
ued at nearly a billion dollars a year. The tanned sole and side 
leathers are carried by rail lines and by steamships from the 
tanning establishments to the shoe factories, most of which 
are in New England. Massachusetts leads in annual output, 
followed in order by New York, Missouri, and Illinois. These 
states produce 67 per cent of the total production at present. 
Brocton, Mass.; New York City; Lynn, Mass.; St. Louis, Mo.; 
Chicago, ‘Ill.; Milwaukee, Wis.; Philadelphia, Pa.; Manchester, 
N. H., and Rochester, N. Y., are leading boot and shoe producing 
cities. 


The United States ranks first among the countries of the 
world, followed in importance by Great Britain and Germany. 
Over 323,000,000 pairs of shoes are produced annually to supply 
the domestic demand and for export all over the world. 


Machinery.—-The machinery industry in the United States 
ranks among our leading industries. Few factories produce ex- 
actly similar products and few manufacture a uniform product. 
Most of the establishments are in the northeastern section of 
the country north of the Ohio and Potomac rivers and east of 
the Mississippi River. A great variety of products, including 
agricultural machinery, oil well machinery, paper making ma- 
chinery, industrial equipment, mining machinery, and machine 


tools, are manufactured in thousands of factories scattered - 


throughout the section. Raw materials, including huge quan- 
tities of iron and steel, are brought from the producing centers 


to the factories where the raw and semi-finished goods are * 


worked into intricate labor saving devices, valued at nearly 
five billion dollars annually. These varied devices are shipped 
by rail and by rail and water carriers into all sections of the 
United States and a growing traffic is developing into the 
machinery using sections of the world. 


Electrical Equipment and Material.—Akin to the machinery 
industry in variety of output is the electrical industry. Elec- 
tricity is largely useqd in manufacturing, transportation, com- 
munication, and domestic life. The generators used in pro- 
ducing electric powey, the transformers, motors, and switching 
equipment, cables, and wires used in distributing the energy and 
the fittings and appliances needed in the adaption of electricity 
to industrial and domestic use are manufactured in a large 
number of establishments throughout the country. 

The United States leads the nations of the world in the 
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value of electrical goods manufactured and is the largest con- 
sumer of the products. Germany, England, Switzerland, Swe- 
den, Italy, and the Netherlands also manufacture electric goods 
on a large scale. Power station equipment, needed for the in- 
creasing use of electricity in industry and railroading, telephone 
equipment to meet the growing demand for easy communication, 
wires and fixtures demanded for house and factory lighting, and 
radio supplies to fill the demand for radio telegraphy and radio 
telephony, are increasing in importance in American commerce: 

The raw materials—iron and steel, copper, rubber, cotton, 
nickel, and other goods needed in the production processes—are 
moved by rail and water from all sections of the country and 
from the ports, when the goods are imported, to the factories, 
located principally in the northeastern section of the country. 
The finished products are distributed throughout the United 
States and a considerable quantity forwarded to the ports for 
export to all parts of the world. A billion and a half dollars’ 
worth of electrical equipment of all kinds is produced annually, 
between half a million and a million dollars’ worth being ex- 
ported and the rest consumed in the domestic markets. 

Railroad Locomotives and Cars.—The manufacture of rail- 
road rolling stock, while not as large as some of the leading 
industries mentioned, is an important subdivision of the equip- 
ment construction industry. Thousands of steam locomotives, 
freight and passenger railway cars, and street cars are built 
annually for American transportation lines and for export. 
Gasoline rail-motor cars are also built for use on branch lines 
where traffic is too light to support more expensive equipment. 
Most of these industrial establishments are in the northeastern 
manufacturing belt, close to the iron and steel mills and other 
sources of raw material supply. Eighteen locomotive works and 
one hundred and forty steam and electric railway car estab- 
lishments turn out products valued at nearly a half billion dollars 
a year. 

" Agricultural Implements.—The United States has been a 
pioneer in the development of devices for labor saving in agri- 
culture to meet the needs of the large scale farming methods 
and the relative scarcity of farm labor. Consequently, the coun- 
try early attained a dominant position and leads the world in 
the industry. The establishments producing this type of equip- 
ment are, for the most part, in the states bordering the Great 
Lakes, Illinois, Wisconsin, and Indiana, leading in value of 
products. Plows, cultivators, harrows, planters, mowers, reap- 
ers, binders, threshers, harvesters, tractors, dairy and poultry 
equipment, farm wagons, pumps, and orchard and barn equip- 
ment are leading products. 

The necessary raw materials are brought by rail and water 
to the factories and converted into finished products. These 
articles are then shipped in carload lots, principally to dealers 
or branch houses scattered throughout the agricultural districts. 
From these warehouses the implements are forwarded by rail, 
water, or highway, often in less-carload lots, to the ultimate 
owners. 

From $170,000,000 to $300,000,000 worth of equipment is 
produced annually, the bulk of the product going to American 
farms, but a considerable amount being exported to Canada, 
Central and South America, Spain, England, and British posses- 
sions. Some equipment is imported into this country, prin- 
cipally from Canada, but the amount is relatively small and has 
been confined largely to periods when American producers were 
overloaded with domestic and foreign business. 

Automotive Vehicles and Products.—One of the foremost 
businesses in the United States is the automotive industry, which 
includes the manufacture of automobiles, motor trucks, bodies 
and parts. This great business ranked first among all American 
industries in value of annual product in 1926. Here, again, the 
United States is the leading nation, manufacturing nearly 
90 per cent of all the motor vehicles produced in the world. 

The location of the industry is the middle western and east- 
ern states, Detroit being considered the center of automobile 
manufacturing. Ohio, Illinois, Pennsylvania, Indiana, New York, 
California, and Wisconsin follow in order of importance as to 
the number of establishments. In all, there are more than 1,600 
manufacturing plants, employing nearly 425,000 persons, engaged 
in the manufacture of cars, trucks, bodies, and accessories, val- 
ued at more than three billion dollars annually. 

A large per cent of the vehicles manufactured are passenger 
cars. The productions of freight and passenger busses and 
trucks, however, is developing rapidly, due to the increased de- 
mand for such types of motor vehicles in mass transportation 
of goods. 

The size of the automotive industry cannot be judged solely 
by the vehicle end of the business. Allied with car production 
is the part and body industry. Practically no motor-vehicle 
company, even the largest, manufactures all the parts needed 
in the manufacturing process. Every car is, to some degree, 
an asembled product. Nearly 1,400 establishments, employing 
an army of 230,000 employes, are engaged in the manufacture 
of parts and bodies. This does not include the plants engaged 
in the manufacture of rubber tires, engines, springs, lamps, 
starting appliances, and specialties, which produce other prod- 
vets, and, though largely dependent on the motor industry for 
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their prosperity, are engaged in the manufacture of other 
products. 

The raw materials, including steel, coal, rubber, leather, 
nickel, aluminum, bronze, and kindred materials, are moved from 
the areas of production into the manufacturing plants directly 
or by way of intermediate industries that manufacture parts. 
From the factories the cars are moved by rail or water routes 
to the warehouses and showrooms of dealers in carload lots. 
In some instances the cars are driven over the highways. From 
the dealers the cars are delivered, under their own power, to 
the ultimate owners. 

The export trade is important, over one hundred million 
dollars’ worth of cars, engines, and parts being exported to 
Canada, Australia, Mexico, the United Kingdom, Spain, and Bel- 
gium. In addition to this trade, a large number of the auto- 
mobiles used in Canada are manufactured by Canadian branch 
factories of American companies. 

Rubber Goods.—Although the United States produces no 
crude rubber, the manufacture of rubber products, including 
tires and inner tubes, boots and shoes, belting and hose, and 
miscellaneous goods, is an important industry. Some five hun- 
dred plants, employing upwards of one hundred and forty thou- 
sand persons, produce a product worth over a billion and a 
quarter dollars annually. This country manufactures more rub- 
ber goods than all other nations combined and consumes 
seventy-five per cent of the world’s production of crude rubber. 

Ohio, New Jersey, and Massachusetts are the three leading 
states in the rubber industry. Most of the tires aré turned out 
by Ohio factories, a majority of the hose and belting by New 
Jersey plants, while Massachusetts plants specialize in rubber 
footwear. 

Crude rubber in the form of sheets is imported directly 
from Brazil and the Far East, principally, though some comes 
indirectly from these regions by way of England and other 
European countries. From the ports, the raw material is moved 
by rail to the factories and is worked up, together with the 
cotton needed in the manufacturing processes. Most of this 
cotton is moved from the Gulf and south Atlantic ports by coast- 
wise steamer and transshipped at the northern ports to the rail 
lines. 

The finished products are shipped to the automobile fac- 
tories, or to other industries for use in the manufacturing of 
other products or are moved to dealers’ warehouses throughout 
the country. About four per cent of the total product is exported. 

Chemicals.—The chemical industry, embracing a multitude 
of primary or basic activities, is a heterogeneous but important 
American industry. Other industries, the textile, rubber, paper, 
oil, metallurgical, and agricultural industries, among others, are 
dependent on this basic business. Some of the most important 
products indicate the great variety of the articles necessary to 
life produced in the various plants of the trade. Sulphur, alka- 
lies, acids, heavy chemicals, coal tar products, dyes, explosives, 
fertilizers, medicines, photographic chemicals, naval stores, 
paints, perfumery and flavoring extract bases, distillates, gums, 
waxes, disinfectants, fermentation products, and gases are a 
few of the many products of the industry. The products are 
valued at nearly three billion dollars annually. Some phases 
of the industry have already been considered in connection with 
other manufacturing industries or with agriculture or mining. 

Naval stores, sulphur, and fertilizers are produced in the 
southern states, heavy chemicals, paints and coal tar products 
in the middle Atlantic states, and wood distillation products in 
the north central states. The chemical manufacturing estab- 
lishments of one kind or another are gradually being located in 
practically every state of the Union, the Gulf states, the Atlantic 
states, and the states bordering the Great Lakes leading in the 
number of establishments. 

Although the industry was comparatively unimportant, de- 
pending largely on imports prior to 1914, rapid strides have been 
made since that date. Domestic consumption of the products 
has increased rapidly, and yet an important foreign trade has 
been built up, over two hundred million dollars’ worth being 
exported annually in competition with the old established chem- 
ical manufacturing nations of the world, including Germany and 
England. 

Food Products.—The foodstuffs industry is so extensive and 
so varied that a resume of it has been left until last, though 
it is foremost among American industries. Some phases of it 
have been discussed previously in the discussion of agriculture. 
The manufacturing end of the business and the branches of the 
industry not previously touched on will be reviewed briefly here. 

Animal food products, amounting to a value of over three 
billion dollars, and vegetables food products, valued at nearly 
five billion dollars, are produced annually in the United States. 
Among the industries included in the latter group are flour, 
milling, baking, sugar, confectionery and ice cream, canning 
and preserving. 

Meat Packing.—The meat packing industry has already been 
discussed in connection with agriculture, though technically it is 
a manufacturing industry. Nearly twelve billion pounds of meat 
are produced annually, a large portion going direct by refrigerator 
cars to local distributors. A portion goes to cold storage ware- 
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VIRGINIAN” == 


“THE VIRGINIAN” is one of the most important 
trains in the great fleet of 61 named Pennsylvania 
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freights that have set remarkable records for regularity 


A Big Freight that reflects 


and dependability of on time arrival. 


in service the Aristocracy of its name 


Sxe the days when Pocahontas 
played the role of the Good 
Samaritan and thereby saved the 
life of Captain John Smith, the State 
of Virginia has been known for 
its aristocracy. 


Statesmen, diplomats, and _ blue- 
blooded Southern gentlemen have 
been abundant in every generation 
of Virginians. And Virginia: makes 
a specialty of presidents, having 
given birth to more presidents than 
any other state in the Union. 


Speaking of aristocrats, presi- 
‘dents, and leaders in general, there’s 
a real blue-blooded freight train 
running along the steel rails. This 
train is the Pennsylvania’s “Vir- 
ginian” and it has earned the right 
to the name because of the com- 
petent and reliable way in which it 
handles freight traffic destined for 
Virginia points. 


“The Virginian” travels the road 
from Chicago to Columbus, Ohio, and 
runs via Logansport, Indiana, and 
Bradford, Ohio. Its cargoes consist of 
both “perishables” and general mer- 
chandise, considerable of which are 


Here are three other named 
Pennsylvania freight trains 
whose regular on time ar- 
rivals have earned them 
distinctive names: 


“STAR UNION LINE’”’ 
Perishable— Merchandise 
Seaboard Cities to Chicago 


‘“‘THE BULL DOG” 
Merchandise 
Akron to Seaboard Cities 


‘“‘THE DERBY’”’ 
Perishable— Merchandise 
Chicago to Indianapolis 





consigned to the “President State” 
via connecting lines at Columbus. 


“‘Class’’ tells in any race 
Whether it’s a horse race, the human 
race, or what you will, “class” in- 
variably shows when the pace be- 
comes gruelling. And on its regular 
runs this blue-blooded freight shows 
the stuff that stamps it as a real aris- 
tocrat of the steel rails. For month 
after month, regularly and depend- 
ably, it has come in on time, holding 
consistently to a rigid schedule. 

An efficient train crew who com- 
bine their efforts with those of hun- 
dreds of men along the route, have 
been responsible for the record per- 
formances of ““The Virginian.” And 
under their guidance this train has 
established a reputation of being 
one of the most reliable carriers 
among the Pennsylvania’s “Limit- 
eds of the Freight Service.” 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RaILROAD 
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houses to supply periods of shortage, another portion is canned, 
and the rest is exported as meats, fats, or canned goods. 

Flour Milling—The United States, the greatest wheat-pro- 
ducing nation, is also the leading flour-milling nation. Over one 
hundred and seventeen million barrels of flour are milled an- 
nually, worth more than a billion dollars. Wheat and, to a 
slighter extent, other grains are transported by rail or rail-and- 
water routes from the cereal producing states to the mills 
located for the most part in the middle west. Here the grain 
is cleaned, scoured, passed between series of corrugated and 
smooth rolls, and sieved to produce flour. About 72.6 pounds 
of flour is produced from a hundred pounds of wheat, the rest 
being lost or rejected in the milling process. One barrel of flour 
represents, therefore, about 4.5 bushels of wheat. 

From the mills, which are busiest from August to January, 
the flour is carried by rail or lake and rail routes to the brokers 
and dealers in the consuming centers, to the baking establish- 
ments throughout the country, or to the ports for export. 

The United States leads the world in flour production and 
flour is a leading American export, about ten per cent of the 
annual product being exported. In this great trade the country 
is excelled only by Canada. 

Canning.—The United States cans more food than all the 
rest of the world combined. Every state has its canning estab- 
lishments and, in a number of states, food packing is a prin- 
cipal manufacturing industry. More than one hundred and fifty 
varieties of food products are put up for domestic use and ex- 
portation. American canned goods are consumed in every coun- 
try of the world. Vegetables, meats, fruits, milk, and fish are 
preserved for later consumption in canneries scattered through- 
out the length and breddth of the country. The foodstuffs are 
brought to the local canneries by truck or boat and packed 
close to the locality in which the goods are produced. From 
the canneries, the goods are carried by rail or water lines to 
the domestic consuming markets or to the ports for export. 
More than a billion and a quarter cases of canned vegetables, 
fruits, and fish are produced annually, including asparagus, 
beans, beets, corn, peas, sweet potatoes, spinach, tomatoes, 
soups, apples, pears, peaches, berries, cherries, apricots, pine- 
apples, clams, oysters, salmon, sardines, shrimp, tuna, and 
lobster are canned. 

Nearly two billion pounds of condensed or evaporated milk 
is canned annually, worth over a hundred and fifty million 
dollars. 

The export traffic in all classes of canned goods is large, 
despite the heavy domestic consumption, more than sixty-two 
million dollars’ worth of goods going to all quarters of the 
globe every year. 

The products of all of these and other manufacturing indus- 
tries swell the tide of manufactured goods carried by the rail- 
road, express, steamship, and motor freight carriers. Intricate 
rate adjustments are necessary to market these products through- 
out the United States and preserve the import and export trade 
in manufactured and raw materials. 


REPORT ON BARGE LINES 


“The Inland Waterways Corporation has now reached the 
point where it is functioning to the full extent of its legal 
powers,” says Secretary of War Dwight F. Davis in his annual 
report. “Therefore, it is desirable that before long Congress 
express its policy with respect to the future of the corporation. 
Several lines of action are open, but the choice is a matter for 
legislative expression. The various alternatives are: 


Continuation of operations as at present with a gradual increase 
in equipment through earnings. 

Sale of the corporation under proper safeguards to a semipublic 
group of citizens in accordance with the original intention of estab- 
lishing the barge line as an experimental demonstration of the feasi- 
nate | of river navigation. 

ale of existing facilities to a semipublic group of citizens, and, at 
the same time, authorization for experimental demonstrations on 
other streams, with a view to later sale if such demonstrations prove 
successful. 

Authorization for a comparatively small increase in capitalization 
with an appropriate for expenditure on those sections of the system 
where tonnage demands are now most pressing. 

Authorization for a larger increase of capitalization and appro- 
priations for the expansion of all existing facilities. 

Increase in the capitalization by a large amount, authorization for 
extensions of the operations of the corporation to additional streams, 
appropriation of funds, and commitment to a policy of indefinite 
expansion of governmental ownership and operation. 


Secretary Davis said the result of operations in the period 
January to August, 1927, inclusive, was a “profit” of $148,000. 
He said the figures for August were estimated and were prob- 
ably within 2 per cent of actual figures. Continuing, he said: 


The average loss up to 1924 had been $973,305 per annum. With 
four months’ operation under the reorganization this loss dropped to 
532,610,42. The first full year’s operation reduced this loss to 
34,519.89 and the second full year saw the swing into a substantial 
profit of $219,511.96. The operations of the first eight months of 


1927 show a profit of $148,000 with tonnage downstream and upstream 
offering far in excess of the capacity of the line. It is probable that 
profits for the remaining four months of 1927 at least will equal the 
entire profits of the first eight months, unless the river offers extremel 
A very low river may be expected as pone f 


unfavorable conditions. 
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a condition always follows a great flood. Further, the resources of 
the barge line are being utilized to their fullest extent, and greater 
profits may not be expected without more facilities. 


Under the mandate of Congress, said Secretary Davis, the 
corporation had proceeded to build up a great common Carrier 
of national importance “which, in the not distant future, may, 
at the will of Congress, be transferred to private enterprise.” 
He said the corporation’s stockholders numbered approximately 
120,000,000, “and it is apparent that what Congress and the 
stockholders desired was the creation of an agency that would 
give them cheap transportation, a form of transportation that 
would aid in the development and marketing of their resources, 
lead to the establishment of manufactories, and build up those 
portions of our country which are now striving for their place 
in the sun of our general prosperity.” 

Secretary Davis discussed the development of the water- 
ways for navigation, the need for suitable boats for each par- 
ticular stream, the need for suitable terminals, the need for co- 
operation with the railroads and the need for equitable division 
of revenue. 


LUMBER SHIPMENTS 


The lumber industry the week ended November 19 took the 
lead over the corresponding week last year, said the National 
Lumber Manufacturers’ Association, reviewing reports from 461 
of the leading lumber mills of the country. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 
wood, — associations, for the three weeks indicated; 000s 
omitted: 


Corresponding Preceding Wk., 

Week Ended Nov. 19 Week, 1926 1927 (Revised) 

Soft- Hard Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

ME: Sidciecsaces 331 130 352 145 337 144 

Production ..... 236,347 18,103 221,711 20,295 237,284 21,785 

Shipments ..... 207,404 17,387 225,436 21,691 213,059 19,061 
Orders (New 

| eee 205,523 18,115 190,252 20,266 202,663 19,280 


The business of the organized lumber industry of the coun- 
try is more active than a year ago, according to the National 
Lumber Manufacturers’ Association’s review of telegraphic re- 
ports for the week ended November 26, from 489 of the chief 
lumber mills of the country. When compared with the previous 
week, however, there was considerable decrease in all three 
factors, due to the Thanksgiving holiday relaxation. 

The softwood industry showed notable decreases in all three 
items, particularly heavy in shipments, for the current week, 
when compared with those of a week earlier. In comparison 
with the same period a year ago, there was a marked increase 
in production and some increases in shipments and new busi- 
ness. 

The current hardwood business is, apparently, a little below 
the previous week and that of last year also. Fewer reporting 
mills for last week and a year ago make accurate comparison 
difficult. 

The following table compares the lumber movement, as 
reflected by the reporting mills of seven softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000s omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard Soft- Hard- - Soft- Hard- 

wood wood wood wood wood wood 

Mills .....eseee- 149 350 136 335 130 

Production 219,493 18,900 197,456 18,427 236,349 18,103 

Shipments ..... 184,638 18,871 175,166 19,658 207,634 17,387 
Orders (New ; 

ee 189,948 18,014 181,107 19,404 205,667 18,115 





LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
November 1, was 64.6, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
56.5; refrigerator, 57; coal and coke, 69.1; stock, 84.7; flat, 78.4; 
tanks and others, 94. By districts the percentages for all classes 
of equipment were as follows: Eastern, 54.7; Allegheny, 71.5; 
Pocahontas, 59.2; Southern, 65.9; Western, 67.5. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of November 1, showed the 
following: Eastern district, 95.8 as against 95.2 a year ago; 
Allegheny, 98.6 as against 100.1 a year ago; Pocahontas, 78.3 
as against 83 a year ago; Southern, 97.5 as against 86 a year 
ago; Western, 100.5 as against 100.2 a year ago; all districts, 
97.5 as against 97.6 a year ago; Canadian roads, 98 as against 
97.1 a year ago. 





PULLMAN PORTER TIP CASE 


The Commission will hear oral argument January 11 in No. 
20007, Brotherhood of Sleeping Car Porters vs. Pullman Com- 
pany, on the motion of the defendant to dismiss the complaint 
on the ground that the Commission is without jurisdiction. 
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Mother Nature 
Provides a 
Favorable 
Climate— 

reducing costs 

three ways— 


at Wilmington 
North Carolina 


PyEDUCTION in cost begins immediately 
! after your decision to erect a plant in 


oui Wilmington. Time, often lost through 
inclement weather, is saved by Wil- 

sie) mington’s favorable climatic conditions 
throughout the year, resulting in a saving of con- 


struction cost. 


Because of good weather no delay will be occa- 
sioned while installing your equipment which 
makes possible operation of your plant at the 
earliest possible moment. 


Keyport to the 
Prosperous Southeast 


Plentiful native labor. Living 
inexpensive. Wages moderate. 
No disturbing element. Heat 
seldom needed. Local and 
state taxes low. Sites with 
both trackage and frontage 
on the Atlantic’s finest land- 
locked harbor available i 
varied industries. The m 
climate cuts cost both of 
building investment and 
manufacturing operations. 


ienniiaiiin will show the 
many advantages Wilming- 
ton offers for you and your 
new plant. 7 questions 
will be answered accurately, 
comprehensively and fairly. 


Warm winter weather (av- 
erage temperature 58°) and 
cool summers (average tem- 
perature 78°) mean that 
your factory can be operated 
throughout the year with 
the highest point of effi- 
ciency among the employes, 
and without high cost for 
heating in winter and cool- 
ing in summer—or possible 
shut-down during severe 
heat or cold. These three 
points are a small percent- 
age of the many advantages 


‘3a Which Wilmington can offer. 


They merit your thorough 
investigation — start today 
by writing for the new 
booklet on Wilmington and 


asking for detailed informa- 


tion on any. specific points. 
We will be glad to serve you 
accurately, fairly and com- 
prehensively in any way. 


ILMINGTON 


Address your inquiry 
to the Wilmington 


NoMa pint 


Chamber of Commerce 
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SES) Southwest— 


Served by SEVENTEEN RAIL- 
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Louisiana 
Oklahoma 
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New Mexico 
Arizona 
Colorado 


The whole story is told most graphi- 
cally in 


“PORT HOUSTON” 


The official organ of the 
Port Commission. 


In Picture, Text and Tarift. 


THIS BOOK IS FREE 
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Address 


The Director of the Port 
5th Floor Courthouse 


HOUSTON TEXAS 





OVERSEAS FREIGHT RATES 
The Traffic World New York Bureau 


Full cargo markets in the last week have been without out- 
standing features. The number of fixtures has been small, due 
to an equally small movement of grain. From present indica- 
tions, navigation on the St. Lawrence will come to a close with 
traffic at a minimum, in comparison with the congestion that 
has frequently marked the end of business at Montreal. 

The rate level has held fairly steady, as shippers have 
taken on vessels as they were offered, but without bidding for 
space. If this continues it is anticipated that minor changes 
only will be noticed in the first half of December. Shipowners, 
apparently, have come to the conclusion that little improvement 
is to be expected in the grain trade and they are giving more 
attention to other trade. It is pointed out by several freight 
brokers that the Argentine movement of grain gets well under 
way by the end of January and that, if the American product 
is to be a factor in this trade, shipments must start in good 
volume in December. Some interest has been shown locally 
in the South American coal traffic, but without definite develop- 
ments. 

The current range of heavy grain rates is as follows: From 
Boston and Portland to the United Kingdom, 3s to 3s 14d for 
December, to Antwerp-Rotterdam, 13c, to Hamburg-Bremen, 14c, 
to the Mediterranean, 16%4c; from St. John to the same ports, 
one cent more. 

Cotton rates from Galveston and Houston to Bremen have 
been reduced to 61c per 100 pounds on standard bales and 46c 
per 100 pounds on high, density bales on first class steamers. 
The second class rate is 1c less and the tramp rate is 2c less. 
This brings the Bremen rate down to parity with the rate to 
Havre. Existing rates on cotton have been extended by the 
Mediterranean Conference lines. 

With the idea of promoting stability, the regular inter- 
coastal berth water lines are holding to the $14 lumber rate. 
It has been definitely decided to adhere to this figure for the 
remainder of the year. Setting themselves firmly on record 
in this connection, the lines have ratified the following resolu- 
tion: 


Resolved, that the $14 lumber rate be reaffirmed, to be continued 
in effect until December 31, 1927. Further resolve that lines repre- 
sented decline to charter their vessels on time charter basis for 
lumber for the Atlantic Coast, and further resolved, that lumber com- 
panies operating their own vessels in this trade will base their price 
quotations on the $14 rate. 


The action of independent lines in accepting split deliv- 
eries was met by an announcement from Robert C. Thackara, 
chairman of the United States Intercoastal Conference, that the 
ruling on split deliveries has been suspended until further notice 
and that carload lots of merchandise may be shipped to one or 
more Pacific coast ports at carload rates. He said: 


In carrying out its pledge to the shipping public to establish and 
maintain stability of rates and practices in the intercoastal trade, 
the conference felt that the practice of split deliveries was not based 
on sound transportation principles. Accordingly it set up, effective 
August 1 last, a ruling which forbade this practice except upon pay- 
ment of other than carload rates, but inasmuch as the lines in the 
trade could not agree unanimously on same and some were permitting 
this practice, it has become necessary to suspend the ruling. It is 
obvious that the conference does not desire to penalize shippers in 
an important matter of this kind and hold them to a basis which 
would handicap them in dealing with merchandise competition. 


Adoption of contract rates on the four principal commodi- 
ties figuring in the trade between the north Pacific and the 
west coast of South America was announced by the West Coast 
of South America Conference. The commodities are lumber, 
flour and explosives southbound and nitrates northbound. 
The contract rates go into effect January 1, with the exception 
of those on explosives, which becomes effective December 1. 

The old tariff rates will be retained as the contract rates 
applying to shippers who agree to forward all consignments via 
conference lines. The tariff on flour is $10, and the base rate on 
the other commodities are: Lumber, $14; explosives, $25, and 
nitrates, $4. Higher rates are quoted for some destinations. 

The non-contract rate on flour will be $2.50 over the con- 
tract rate, on lumber $2, explosives $10 and nitrates $1. 

Members of the conference are Grace Line, Latin America 
Line, Nippon Yusen Kaisha, Panama Mail Steamship Company 
and Winge & Co. The United Fruit Company has signified its 
intention of joining the conference. 

New rates established by the Pacific Coast-European serv- 
ice, effective November 28, are: Iron or steel billets, $7 per 
2,240 pounds by contract, and $8, non-contract. Arsenic is fixed 
at 60 cents per 100 pounds. The rate on flax is reduced from 
$1.75 to $1.50 per 100 pounds, also effective November 28. 

Indications that the Intercoastal Conference is functioning 
satisfactorily and that the pact will be renewed next year, to 
the increasing benefit of shippers, consignees and carriers, are 
observed by Roger Lapham, president of the American Hawaiian 
Steamship Company, who has just returned from a tour of the 
eastern and central states. All the member lines, Mr. Lapham 
believes, are desirous of continuing the agreement after Feb- 
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ruary 29, 1928, because it has demonstrated its merit to ship- 
pers and carriers. 

An advance has recently been made in rates for discharging 
and tallying cargo at Bremen, Bremerhaven and Wesermunde. 
The advance has been made to cover an increase of about 8 per 
cent in wages of dock laborers. 


PORT EQUALIZATION CASE 


The Traffic World Washington Bureau 


The Shipping Board held a hearing November 30 on the re- 
quest of the Maritime Association of the Boston Chamber of 
Commerce that the board establish and put in force and apply 
in the future to the transportation of property between Boston 
and ports in the United Kingdom and continental Europe, in the 
steamships operated by the board, ocean rates that when added 
to the inland rail rate from and to Central Freight Association 
territory and beyond, will be such that the through rates will be 
substantially the same through Boston as through Philadelphia, 
Baltimore, Norfolk and Newport News. 

Baltimore, Philadelphia, Norfolk and Newport News ob- 
jected to “the loose and informal manner in which the port of 
Boston has presented to the board the broad and important rate 
questions involved in this proceeding, and to the method and 
form of procedure which has been adopted by the board to deal 
with the same.” These ports, in effect, asked that if the board 
intended to pass on the request of Boston, that it institute a 
regular proceeding and conduct it under its established rules of 
practice in order that all interested might be heard and that 
the board might have a proper record on which to act. 

Commissioner Plummer, who presided at the hearing, read 
the request of Boston for relief, which was in the form of a 
letter from F. S. Davis, manager, and J. W. Powell, chairman, of 
the Maritime Association of the Boston Chamber of Commerce, 
and the protest of the other ports. 

R. E. Lee Marshall, speaking for the protestants, and C. C. 
McChord, also representing protestants, asked what the pro- 
cedure was to be. Mr. McChord said the protest was in the 
nature of a demurrer and that he did not think that the board 
would wish to go into the merits of the issue raised by the 
Boston request. He said the protesting ports contended that 
Boston was not properly before the board. 


Commissioner Plummer said the board had considered the 
protest and had decided that the “hearing” should go forward. 
Mr. McChord asked whether the board was sitting as the Ship- 
ping Board or as a member of the North Atlantic ocean rate con- 
ference, of which Shipping Board lines and foreign lines are 
members. 

“This is the board,” said Commissioner Plummer. 


Mr. Davis said the complete answer to the protest of the 
other ports was that Boston, before the war, had enjoyed what 
it was asking for now; that it was deprived of equalization as a 
war measure; that the war was over—as Mr. McChord and his 
py ng might ascertain if they would consult the Department 
of State. 

Mr. Powell was the first witness called by Mr. Davis. He 
said that Boston was entitled to recognition in the matter of 
ocean rates because of the fact that it was nearer to Europe 
than the other ports. He said Boston believed in the mainte- 
nance of ocean rate conferences and did not wish to see them 
disrupted. He believed the board could take such action as 
would result in restoration of the pre-war rate adjustment. 

J. Wagner of Norfolk asked if he could cross-examine 
Mr. Powell. Commissioner Plummer said that depended on what 
the cross-examination was. 

Continuing his statement, Mr. Powell said Boston had proved 
its ability to handle a large volume of traffic in the war period, 
and in response to questions by Wilbur La Roe, Jr., counsel for 
the Port Authority of New York, said Boston had as fine port 
facilities as any port. He said those facilities were “pitifully 
unused” at the present time. Mr. Powell was interrogated by 
Mr. Wagner as to the differential adjustment before the war and 
as to port costs at Boston and at Norfolk.. The effect of Mr. Pow- 
ell’s answers was that all that Boston desired was equal opportu- 
nity to obtain traffic through its port. 

Mr. Powell was also questioned as to making of rates on 
the basis of distance. He contended that the rates from Boston 
should be made with reference to the direct line distance to 
United Kingdom and European ports, notwithstanding that some 
vessels might call at Boston and then go to Philadelphia or 
Baltimore, for instance, for additional cargo. He contended that 
if equalization as sought were made effective vessels would ob- 
tain full cargoes at Boston in many cases. 

At the beginning of the “hearing,” Commissioner Plummer 
had asked each side how much time they would require and the 
answer was that about an hour for each side. When representa- 
tives of the protesting ports had cross-examined to some extent, 
Commissioner Plummer said they had used up twenty-two min- 
utes of “their time.” Mr. Marshall made a statement to the 
effect that the issues could not be properly developed if the 
parties were to be restricted as indicated. Later in the hearing, 






December 


PH 


Ce 





DENVE! 
Keni 


Serving 


ME 


; 


FED 


C 


TA 


































December 3, 1927 


DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 


Serving many large National Distributors. 
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MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE (C0. 


STORAGE AND DISTRIBUTION OF 
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1700 Sixteenth Street, DENVER, COLORADO 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 
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FEDERAL COMPRESS & WAREHOUSE COMPANY 


689 South Front Street, MEMPHIS, TENN. 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
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Works: Penn. System 
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TAN K CARS 


We Rebuild and Repair Tank Care 


TANK CARS TO LEASE 


Chicago’s and Kansas City’s 
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Storage 
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Pool Car 
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Connection with tunnel 
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Mee 358 W. Harrison St., Chicago 
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BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 
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JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 


70 YEARS’ EXPERIENCE 
Teaming — Motor Trucking — Carload Distribution 





JACKSONVILLE, FLA. 


WIESENFELD WAREHOUSE COMPANY 
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however, the commissioner said they could have all the time 
they desired. A remark by Commissioner Plummer as to tactics 
of lawyers using up time by asking irrelevant questions was 
objected to by Mr. Wagner. 

W. H. Chandler, of the Merchants’ Association of New York, 
and Mr. LaRoe announced that they were in accord with the 
position of Boston. Boston and New York are now on the same 
basis with respect to rail rates and if the appeal of Boston were 
granted, New York would not be in different position with ref- 
erence to Boston than it is now. 

Edgar J. Rich, representing the Associated Industries of 
Massachusetts, referred to the attempts that had been made to 
obtain a change in the rail differentials and ‘said in effect that 
apparently so far as the rail differentials were concerned, there 
was a fixed condition. He did not think that the rail differentials 
were unlawful—that Baltimore, for example, was entitled to 
recognition of its position in the rail differential. That being 
so, he continued, equalization should be brought about on the 
water. He did not think there was a remedy through the filing 
of a formal complaint as to the ocean rates but that the remedy 
was in voluntary action by the board with respect to the ocean 
rates. He said the New England ports should not be handi- 
capped by an artificial rate adjustment and that he was appeal- 
ing to the board as an operator of ships. He said he was not 
present to demand a legal right nor to supplicate for a favor 
a simply asked that the rates be equalized from the Middle 

est. 

Commissioner Plummer, in the course of the hearing, re- 
marked that Commissioner Smith’s railroad experience made 
him familiar with the rail rate adjustment. Mr, Wagner said 
what Mr. Smith knew was" not in the record. 

“He’ll use it,” remarked Commissioner Plummer, smiling. 

A. J. Peters, president of the Boston Chamber of Commerce, 
‘made a statement in support of Boston’s request. Mr. Davis had 
him read a letter to the effect that the Middle West Foreign 
Trade and Merchant Marine Convention had recently adopted 
a resolution in support of Boston’s position. C. H. Cox, formerly 
governor of Massachusetts, made a statement in support of the 
Boston request. 

G. F. Feeney, representing the port of Portland, Me., asked 
that whatever relief was extended to Boston be also extended 
to Portland. He put figures in the record showing the decline 
of export shipments through Portland. He agreed with Mr. 
Davis that Canada was protecting its ports and that the New 
England interests were asking the board to protect the United 
States ports. 


Mr. Marshall, speaking for the protesting ports, said those 
ports were not hostile to Boston. He said it appeared that 
Boston was suffering from commercial aenemia but that Boston 
did not see the real cause of that. He said Boston’s position 
was based on a false assumption. He said it was true that the 
distance from Boston to the United Kingdom and continental 
ports was shorter than from the other ports but that the Phila- 
delphia, Baltimore and Norfolk differentials did not produce 
lower rates. He said that, in the construction of rates to north 
Atlantic ports, New York held a “joker,” and used it in such 
a way that the differentials in favor of the other ports were 
nullified, and that, in fact, an actual rate advantage in favor 
of New York was created. He said it would not do to assume 
that the protesting ports had an advantage in rates—that their 
rates were actually higher than the New York rates. If that 
was true, he argued, then the basis for Boston’s position did 
not exist. Later Mr. Marshall said the charges to Baltimore 
were $1.69 a ton more than necessary because the rate to Balti- 
more was based on the rate to New York and the latter rate 
reflected charges for services not rendered at Baltimore. He 
said this question was in issue before the Commission. This 
caused considerable discussion. Edgar E. Clark, who appeared 
for the New York Produce Exchange, said a shipper paid 3 
cents a hundred pounds less to Baltimore than to New York 
for delivery to shipside. Mr. Chandler also said that on a 
through shipment through Baltimore to a United Kingdom port 
the charges were 3 cents a hundred pounds less than through 
New York. Mr. LaRoe insisted that Baltimore had an advantage 
of 3 cents a hundred pounds. He said he was astonished at 
the statement made by Mr. Marshall. He said the rail differ- 
entials were originally put into effect to offset ocean differentials 
that existed at the time. He said the rates through all the 
ports should be equalized. 


Mr. Marshall said he merely referred to the contention as 
to nullification of the rail differential adjustment to illustrate 
the difficulty of the Shipping Board dealing with the issues 
raised without a complete record. To act advisedly, he said, 
the board would have to go into such matters. He said if his 
contention as to the maladjustment of the rail rates was correct, 
then Boston was suffering from the same maladjustment and 
that Boston’s real remedy was to join Philadelphia, Baltimore 
and Norfolk in the effort to cure the maladjustment of interior 
rates. He said Boston was going about the matter in the wrong 
way because it did not see the light. He asserted that in a 
short and summary proceeding such as was in progress, the 
facts could not be properly developed. 
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Mr. Davis asked that the record of the previous proceeding 
in connection with Boston’s request be incorporated in the 
present record. Mr. Wagner objected, saying that right to cross- 
examine the witnesses who appeared at the previous hearing 
had been denied. Reference had been made toa statement made 
by J. W. McLachlen, freight manager of the Boston office of 
the International Mercantile Marine, supporting Boston’s posi- 
tion. Mr. McLachlen was present and Mr. Wagner proceeded 
to cross-examine him. The witness said he was speaking for 
the Boston office of the I. M. M. He suggested that the “equali- 
zation” sought by Boston might be brought about through raising 
the ocean rates from Baltimore and Philadelphia rather than 
by reducing the rates from Boston. That caused quite a flurry 
among the protesting ports’ representatives. It was developed 
that Mr. McLachlen was only reflecting the view of the Boston 
office of the I. M. M., and that he would not regard it as incon- 
sistent if the Baltimore and Philadelphia representatives of the 
I. M. M. should appear in favor of the position taken by those 
ports. Mr. Wagner asked the witness to put in the record how 
the I. M. M. voted in the North Atlantic conference on the ques- 
tion of equalization as sought by Boston. There was objection 
to that but Commissioner Plummer ruled that if the witness 
could supply the information, he should do so. 

At the afternoon session, Mr. Marshall asked that all testi- 
mony that was to be considered by the board be produced at 
the present hearing and that testimony at some other hearing 
not be incorporated in the record. 

Commissioner Plummer said the testimony in the previous 
hearing was not a part of the record in the present proceeding 
and that the board would consider what was in the record in 
the present proceeding. 

Mr. McChord, who appeared for the port of Philadelphia, 
said the board had provided rules and regulations for procedure 
before it and that there were instructions as to how complaints 
should be drawn. He said there was nothing of that sort in the 
present proceeding, and that for the benefit of his Boston friends 
he would like to file a copy of the board’s rules and regulations 
for the record. He said a great question was involved in the 
issue raised by Boston and that what was done as to one port 
would affect all. He said that, under the rules of the board, 
a petition must be filed and all the interested parties brought 
in, in order that complete justice might be done. In such an 
ex parte proceeding as was under way, he said, the board must 
confine itself to the question of what it would do in a regular, 
orderly way. He said he did not apprehend for a moment that 
the board would make an order affecting rates on a “mere 
letter” written to it. Referring to Mr. Davis’ remark that the 
war was over, Mr. McChord said he had read in the newspapers 
of wars here and there and that possibly Boston should agree 
to the “status quo” until it was ascertained that the war was 
really closed. He said Boston might be entitled to the relief it 
sought but he said an investigation should be held in a regular 
way and that the competing ports should have full opportunity 
to be heard. 


Former Representative Edmunds, of Pennsylvania, said that 
if the question of equalization was to be opened up, the investi- 
gation should be extended to south Atlantic and Gulf ports. He 
submitted a protest from the Trenton (N. J.) Chamber of Com- 
merce against any change in the existing situation. 

Mr. Wagner said he had prepared a number of exhibits as 
to the rail rate adjustment and that he would offer them for 
the record if the board desired, although he said he did not 
think the rail rate adjustment had anything to do with the issues 
raised in the proceeding. He contended that the board should 
deal with the ocean rates without reference to the rail rates. 
He contended that if the board made ocean rates with reference 
to the rail rates, it would be charging one rate from C. F. A. 
territory and another rate from some other territory. He 
asserted that the board should not be concerned with what the 
cost was of getting a shipment to port for movement on the 
ocean. 


Commissioner Plummer said the case was not of the magni- 
tude that some seemed to think it was. He said the board was 
making rates on traffic for its vessels all the time and that it 
could and did make such rates without calling anybody in for 
consultation. He said it had a perfect right to do that. He 
said, however, that because the matter before the board had 
been in a way before the Commission and because other ports 
were interested, the board had ordered that a meeting be held. 
This statement by the commissioner was taken as meaning that 
the board was sitting as an operator of ocean vessels. 

Mr. Wagner insisted, however, that it was not a mere ques- 
tion of making ocean rates—he said the board was being asked 
to equalize the ports and that a vital principle was involved. 
He remarked that the government had a large investment in 
pier properties at Norfolk and that the only way a return could 
be realized on that was by the movement of traffic through 
that port. 


Mr. Clark, in a statement on behalf of the New York Produce 
Exchange, said the petition of Boston should be denied. He said 
the exchange took the position that the matter should be taken 
up through the rail rates and that although the Commission had 
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LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
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Broad Street Warehouse Corp. 


700 Broad Street 


Utica is the Most Natural and Practical Point 
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Great Lakes 
Transit Corporation 


21 freight steamers—unequaled 
refrigerator servicé—attractive 


savings under all rail. 


Routes extending from coast to coast in connection with 
rail lines. 


Also unexcelled passenger service: Steamers JUNIATA 
OCTORARA and TIONESTA between Buffalo, N. Y., an 
Duluth, Minn., and intermediate ports. 


Communicate with us regarding rates and fares 
223 Erie Street, Buffalo, N. Y. 








Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 











COUPON 


W. J. HARTMAN 
Publisher 


CLASS RATES 


MR. SHIPPER— 


NEW YORK BOSTON If you are interested in Freight Rates from any one of the | 732 Federal St., Chicago 
PHILADELPHIA BUFFALO — ‘ - Aa % ‘ 
BALTIMORE CHICAGO cities named we will appreciate the privilege of sending you | Send on 50 days’ trial 
PITTSBURGH _ ST. LOUIS our Eastern Freight Rates for a trial period of thirty days. mths, ug 4 Eastern 
ROCHESTER MILWAUKEE | This publication is something new in Freight Rate Compila- me names a a 
SYRACUSE DETROIT tion and we want the Shipping Public to inspect our work. ahem of Ga tee @ 
CLEVELAND CINCINNATI ‘ 
To Sign and return the attached coupon and a copy of the | 2° satisfactory. 
Ten Thousand Destinations Best Rate Guide ever built will be laid on your desk. Fi 
in the East and South are . eee is 


conveniently shown in 


HARTMAN’S EASTERN 
FREIGHT RATES 


W. J. HARTMAN, Publisher DB earted won eiitiinal 
732 Federal Street, CHICAGO, U.S.A. | Town................. 
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ruled adversely on the question, hope had not been given up 
that relief would be obtained through that channel. He said 
New York would object to a reduction in the ocean rate from 
Boston that was not made applicable to New York. The New 
York interests that supported the Boston appeal did so on the 
assumption that the rates from New York and Boston would 
remain on the same basis. ° 

Samuel G. Spear, for the Massachusetts Warehousemen’s 
Association, made a statement in support of Boston’s request. 

The hearing was declared closed by Commissioner Plummer 
and the request of Boston was taken under advisement. 


PORT DIFFERENTIAL CASE 


The Baltimore Chamber of Commerce, in its brief in No. 
18715, Baltimore Chamber of Commerce vs. Ann Arbor et al., 
commonly called the Baltimore port differential case, asked the 
Commission to establish rates on export freight to and from Bal- 
timore, on all commodities other than grain, so they would be at 
all times 6 cents per 100 pounds lower than corresponding rates 
to and from New York. As to rates on ex-lake grain it asked 
for a basis of 3 cents less than New York. As to all-rail grain 
rates it asked that the differential of 1.5 cents be restored to its 
original basis of 3 cents and that the rates on grain be then 
adjusted on a new basis which would make them 6 cents less 
than the New York rates. 

Four ways were suggested as methods for affording relief 
to Baltimore, as follows: A flat reduction of the Baltimore rates, 
leaving the New York rates unchanged; a flat increase of the 
New York rates; a siniultaneous reduction of Baltimore rates 
and an increase in the New York rates; and by a separation of 
the charges at the two ports, segregating the line-haul charges 
from the terminal charges, and taking the line-haul rates as the 
basis for establishing the port relationship. The chamber said 
the simplest way would be to reduce the Baltimore rates. 


“The record warrants only an order of dismissal,’ said the 
attorneys for the Port Authority of New York, an intervener. 
“Based on unsound and conflicting theories, repudiated by many 
of its own witnesses, devoid of any proof of injury, this com- 
plaint shows that it is motivated only by a desire to increase 
Baltimore’s advantages without regard to equity or fair play or 
the natural advantages of competing ports.” 

As compared with Baltimore the terminal rate at Philadel- 
phia should not exceed that at Baltimore and well might be less, 
said the Commercial Exchange of Philadelphia in its brief. It 
said the line-haul rate from Buffalo should not exceed that to 
Baltimore and the line-haul rate from Chicago or other all-rail 
points should not exceed that to Baltimore by more than half a 
cent per 100 pounds. 

Philadelphia’s organization, however, suggested that its real 
complaint was against New York. It said it had long been rec- 
ognized that terminal services in New York were extraordinarily 
costly. It said the advantages of the terminal services rendered 
in New York harbor were tremendous. No. one, it said, wanted 
to deprive New York of those advantages. The only suggestion, 
it said, was that those who got the advantages should pay for 
them. The exchange said the unjust discrimination had long 
been felt by Philadelphia. 

“Is Philadelphia never to get the advantage of its natural 
economies?” asks the brief for the exchange. “How much 
longer must the commerce of Philadelphia be taxed in order to 
subsidize the port of New York? We ask only for equality of 
opportunity—not the specious equality which consists of charg- 
ing the same price for a costly and uniquely valuable service as 
for a more economical and less valuable service, but the real 
equality which consists of charging for each service in propor- 
tion to its cost and value.” 

In its brief the New York Produce Exchange asked for dis- 
missal on the ground that the terminal costs at Baltimore were 
greater than at New York; that there was no evidence as to the 
cost of line-haul transportation; that Baltimore enjoyed an un- 
fair advantage in through rates; that Baltimore’s decline in 
grain tonnage was by its own admissions, attributable to 
changed economic conditions having no relation to port differ- 
entials; that Baltimore was getting at least her fair share of 
export grain, and reasons of that sort. The Produce Exchange 
said that the practice of publishing through rates to shipside 
was one of long standing and was in no sense unlawful. A 
separation of the terminal charges, it said, would split the port 
of New York, irreparably injure the grain trade, destroy competi- 
tion between railroads, impair investments in terminal prop- 
erties on the east side of New York harbor, and, last but not 
least, it would result in higher ex-lake rates on grain through 
Baltimore than through New York. 

The trunk lines serving the ports, their brief said, believed 
that the differential adjustment ought not to be disturbed and, 
in fact, most strongly urged that no change be made in the pres- 
ent differentials. In conclusion they submitted that the com- 
plainant had failed completely to make any showing of unrea- 
sonableness or prejudice and that therefore the complaint should 
be dismissed. 

The Philadelphia Chamber of Commerce, intervener in No. 
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18715, Baltimore Chamber of Commerce vs. Ann Arbor et al., 
said Philadelphia’s differential, while perhaps not as great as 
that to which it was entitled, should not be disturbed in its 
present relationship to Baltimore’s differential. It said that if 
the Commission decided to grant the prayer of complainant, 
either in whole or in part, it asked that the new adjustment 
reflect no greater disadvantage for Philadelphia as compared to 
Baltimore than the existing adjustment. 

The intervener said it would not deal with rates on grain 
either all-rail or ex-lake, as that feature of the proceeding had 
been dealt with by the Commercial Exchange of Philadelphia. 


PACIFIC LINES FOR SALE 
The Trafic World Washington Bureau 


The Shipping Board has finally agreed on a basis on which 
it will offer for sale its cargo lines operated out of Pacific coast 
ports by adoption of a plan that provides for submission of 
alternative proposals by bidders. The issue as to whether or 
not the lines will be sold on a five-year or ten-year guaranty 
as to operation, however, remains to be determined when offers 
are received for the lines, as the terms and conditions of sale 
permit offers to be made on a five-year or ten-year guaranty. 
The lines in question are the American Australia Orient Line, 
the Oregon Oriental Line and the American Oriental Mail Line. 
In a statement the board said: 


The advertisements to be published contemplate the sale of 36 
Ships aggregating 326,938 deadweight tons. 

The terms and conditions of sale are to be under two alternate 
methods of bidding. Under one, the terms are to be 25 per cent cash 
and balance in ten equal annual installments with interest on de- 
ferred payments at the rate of 4%, per cent per annum. Under this 
plan the purchaser will guarantee to maintain the present services 
with no interchange of ports for a period of five years. 

Under the second alternate plan, the down payment is to be 10 
per cent and the balance to be paid in equal annual installments at 
4% per cent interest, spread over ten or fifteen years, as the pur- 
chaser shall elect. Under this arrangement the bidder is to agree 
to maintain the line or lines without interchange of ports as pres- 
ently operated for a period of three years with option of the pur- 
chaser to transfer the ships back to the government at the end 
of the period in the same condition as received from the government, 
wear and tear excepted, and free of all liens, whereupon the deferred 
balance will be cancelled by the government. Any obligation of the 
purchaser to maintain the services after the period of three years 
may be terminated by him at the end of any one year period upon 
giving six months previous notice and transferring the line of ships 
back in the same condition, wear and tear excepted. The purchaser 
may if he so elects, continue the operation year by year, but without 
the right to abandon the established routes by anticipating the deferred 
payments and at the same time retain the ships for diversion or sale 
unrestricted. 

The government, in the event the private operator finds he cannot 
go on, will retain the right to continue the services in accordance with 
—_ —s marine act until other purchasers can be induced to 
take hold. 

Any offer of a bidder to provide additional vessels of American 
construction and registry of a more improved type and design or im- 
prove the vessels purchased by installing new and approved propul- 
sion, power machinery with a view of augmenting and improving or 
replacing the vessels purchased, will receive the, consideration of the 
board in making an award. 

The American Australia Orient Line operates a cargo service out 
of Pacific coast rr to New Zealand, Australia, the Philippine Is- 
lands. Swane and Hoyt, Inc., of San Francisco, are the present man- 
aging operators. The line has 19 cargo ships aggregating 174,865 
deadweight tons. 

The Oregon Oriental Line operates out of Columbia River ports, 
particularly Portland, Ore., to Japan, China and the Philippines. The 
Columbia Pacific Shipping Company of Portland is the present =. 
erator. This line has 10 cargo ships aggregating 85,703 deadweight 
tons. 

The American Oriental Mail Line comprises the cargo ships of 
the line bearing the name. Formerly these vessels were operated 
for Shipping Board account in conjunction with five passenger-cargo 
ships which were sold to the Admiral Oriental Line, the present 
operators of the cargo vessels. The line has seven freighters aggre- 
gating 66,370 deadweight tons. 

Under the proposed sales agreements, the American Australia 
Orient Line would maintain 12 round voyages to New Zealand and 
18 round voyages to Japan, China and the Philippines annually; the 
Oregon Oriental Line would maintain 18 to China, Japan and the 
Philippines; and the American Oriental Mail Line would make 12 
round voyages out of Seattle to the Orient. 


MERCHANT MARINE POLICY 


“Why is it not best to continue the present method of ship 
operation until the Congress does grant the necessary aid and 
then turn the lines over to private enterprises, instead of trying 
to force sales at this time that are not sound?” asks H. B. 
Arledge, of Washington, D. C., special representative of the Mid- 
dle West Foreign Trade Committee, in a letter to C. A. Swope, 
secretary of the Traffic Club of New York, discussing the 
address of Ira A. Campbell, general counsel of the American 
Steamship Owners’ Association, before the club on October 25. 
(See Traffic World, Oct. 29, p. 968.) 

Mr. Arledge said he wrote as a member of the Traffic Club 
particularly from the viewpoint of middle western and southern 
commercial people. He said the middle west and the south 
wished nothing more than an equality of opportunity with the 
other sections of the country and ports and “we have usually 
found most of our New York friends in accord with our efforts.” 
He said it was generally admitted and had been conclusively 
shown in the subsidy campaign of 1922 that American flag ships 
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Cuba-Mexican Gulf Ports 


FREIGHT SERVICE 


Sailings from New York 


FOR HAVANA— Weekly Express service every 
Saturday. Cuban ports—Weekly service for Santiago 
every Thursday. Fortnightly service for Cienfuegos, 
Guantanamo and Manzanillo alternate Thursdays. 
Sailings to other Cuban ports as freight offers. Mexi- 
can Ports—Weekly service to Vera Cruz and Tam- 
pico every Thursday. To Progreso fortnightly service 
alternate Thursdays. To Puerto Mexico, monthly 
service. 


Sailings from Philadelphia 


For Havana, Tampico and Puerto, Mexico— 
Monthly service. 


PASSENGER SERVICE 


Express sailings every Saturday to Havana on steamers 
“Orizaba” and “Siboney.” Steamers “Monterey” and “Mexico” 
furnish fortnightly service on Thursdays to Progreso, Vera 
Cruz, Tampico, Mexico. Ten and seventeen day cruises to 
Havana; Special round trip fares and rail-water circle tours to 
Mexico City in effect the year around. 


New York AND CusBa Marz S. S. Co. 


WARD LINE 


Pier 13, Foot of Wall St., New York City 


z 
“" WHKLIAMS LINE 


2 | Ship by Water 
WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 10 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far met 
For rates, dates of sailings and other information apply 


WILLIAMS STEAMSHIP CO. 1 Inc. 
Moore and Water Streets, New York, ee ae 


‘Sosouk Se Drea Bile Lee Buliding 


a 


THE TRAFFIC WORLD 


TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR (Wilmington), 
SAN FRANCISCO AND OAKLAND 
From PORT NEWARK, N. J. (New York Harbor) 


Steamer From P. Newark 


GULF-INTERCOASTAL SERVICE 
TO LOS ANGELES HARBOR (Wilmington), 
From From 
Steamer Mobile New Orleans 


Dec. 26 
Jan. 8 


COASTWISE GULF SERVICE 


From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 
Sailings every 14 days 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 5 Naseau’ St New ¥ York City 


Agencies: Buffalo, Chicago, Houston, Los Angeles, aol 
New Orleans, Pittsburgh, San Francisco. 


A MODERN WAREHOUSE 


With 
OFFICE, DISPLAY AND STORAGE 
SPACE 


Located in the heart of Little Rock’s jobbing dis- 
trict, this new five story warehouse has not only 
a storage capacity of 1,900,000 cubic feet, but 
also light, airy offices with ample room for dis- 
play of samples, advertising material and so on. 
Equipped with every modern loading and unload- 
ing device and enjoying switching privileges from 
any line entering the city. 


Absolutely Fireproof Attractive, Low Insurance Rates 
Poel Car Distribution 


New Terminal 
Warehouse Company 


Little Rock 


Member American Warehousemen’s Association 
American Chain of Warehouses 
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could not compete on equal terms in foreign trade with vessels 
operating under foreign flags. 

“In view of this fact, why should any of the essential cargo 
lines that are now being maintained by the Shipping Board— 
lines that carry no mail and which could not benefit from any 
mail subsidy such as referred to by Mr. Campbell—be sold with 
only a stipulation that the purchaser must continue the service 
for a mere five years?” asked Mr. Arledge. “If a purchaser did 
maintain the service for five years and during that time Congress 
granted no substantial aid to private American shipping com- 
panies, it is a hundred to one shot that upon the expiration of 
the five years the purchaser would discontinue the service and 
place the vessels in some profitable trade, probably our protected 
coastwise trade. Then the Shipping Board would likely be with- 
out suitable vessels with which to reestablish the service and 
the American merchant marine in foreign trade would soon 
be only a memory. It is a fairly safe guess that most of the 
Shipping Board services that have been sold under five-year 
guarantees of operation to which Mr. Campbell referred will 
be discontinued upon the expiration of the guaranty periods.” 

In urging continuation of the present method of operation, 
Mr. Arledge said that, until Congress provided aid for the 
merchant marine, Congress could be urged to make good the 
declaration for a merchant marine contained in the merchant 
marine act of 1920 by providing sufficient funds for operations, 
reconditioning some of the present vessels and construction of 
new vessels urgently needed to place the lines on a parity with 
foreign competitors. Continuing, he said: 


We cannot expect our producers and receivers to patronize lines 
that are inferior to tho8e used by their competitors. Funds for this 
construction could be taken from the construction loan fund of the 
board, with no call on the taxpayers. This fund was created and 
still exists for the purpose of making loans to private American 
shipping companies, but no such companies are seeking loans to con- 
struct vessels for foreign service. 

Surely this is no commitment to permanent government owner- 
ship and operation, but it is a very definite commitment to a per- 
manent American merchant marine! 

The Shipping Board lines are not competing with any private 
American lines, regardless of statements that are sometimes made 
to the contrary, and these lines are necessary for the proper growth 
of our commerce. Constant improvement is being made by the Ship- 
ping Board and its private American managing agents in the opera- 
tion of these lines, and instead of attempting to belittle their efforts 
and suggest arguments for foreign lines to use against us, we should 
solidly support the board and its agents. The public deals with these 
private companies and the relations between the public and these 
private American operating companies can and should be the same 
as if the lines were privately owned. 

Mr. Campbell quoted from section 7 of the merchant marine 
act, 1920, to the effect that the board should not continue to operate 
the lines unless it appears that within a reasonable time they can 
be made self sustaining. He apparently overlooked further down in 
this seetion the provision that lines being then maintained by the 
board shall be maintained until in the opinion of the board the 
maintenance thereof is against the public interests. It is also an 
error to assume that the primary purpose of the merchant marine 
act, 1920, is to sell the vessels. The primary purpose is clearly stated 
to be the establishment and maintenance of the American merchant 
marine and the secondary purpose is to sell the vessels if the primary 
purpose can be attained by such sales. 

he funds spent on our merchant marine are comparable to the 
expenditures made by our excellent Bureau of Foreign and Domestic 
Commerce of the Department of Commerce, all for the purpose of 
developing our foreign trade. We do nct believe in giving up something 
we have for something we may have for only five years or less. 

We supported the merchant marine act, 1920, and the subsidy bill 
of 1922, and we will support any proper measure that will enable pri- 
vate American shipping companies to compete on equal terms with 
their foreign competitors. And in the meantime we will continue 
to urge the proper and efficient maintenance of our present lines 
and services and close cooperation with the Shipping Board and its 
private managing agents in carrying out the mandate of the Con- 
gress in the merchant marine act, 1920. 

I earnestly urge the members of our club to stand by and sup- 
port the board and its agents until it is possible to turn our lines 
over to private enterprise for permanent maintenance. I am sure none 
of us is impressed by Mr. Campbell’s comparison of our government- 


owned shipping to a Russian-owned shoe manufacturing business! , | 
It is not even comparable to our late lamented Railroad Administra~ 


‘tion! The government owns the ships and operates them through 
private American companies who have the support of the local com- 
munities served and under present conditions we cannot hope to re- 
tain these essential services under any other plan. 


I commend the subject to the careful consideration of the mem- 
bers of our club. 


PARCEL POST TO CUBA 


The long standing controversy of postal transit charges be- 
tween the United States and Cuba, which has been the subject 
of many conferences and negotiations since 1920, has been 
amicably adjusted, as the result of a visit to Cuba of W. Irving 
Glover, Second Assistant Postmaster-General, the Post Office 
Department has announced. 

Cuba claimed that certain charges made by the United 
States for the carrying of transit mails to foreign countries 
through the territory of the United States were not in accord 
with the wordings of the various conventions under which the 
two governments operated—notably, the Spanish-American and 
Buenos Aires conventions—and that of the recent Pan-American 
convention held in Mexico City in 1926. 

An adjustment of these charges has been made and Cuba 
has acknowledged the amounts due the United States for carry- 
ing transit mails to the amount of $100,000. In return, the 
United States owes Cuba practically $100,000 under the tem- 
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porary parcels post convention. Furthermore, Cuba has re. 
nounced its claims amounting to some three or four hundred 
thousand dollars claimed to be due it for navy mail originating 
from the Guantanamo Naval Base for the period from 1902 until 
February, 1921. These charges were maritime charges for car. 
rying this mail between Key West and Havana. Cuba, under 
the terms of the Spanish-American convention, which became 
effective February 1, 1921, is compelled to carry this mail with. 
out charge. 

While in Cuba, Mr. Glover conferred with officials of that 
government regarding the extension of air mail lines from 
Havana to the Canal Zone and other Pan-American countries, 
The Post Office Department is giving serious attention to this 
matter, realizing that if the United States does not take ad- 
vantage of the opportunity afforded, other foreign governments 
will do so. Germany and France have already opened negotia- 
tions for such service. 


PARCEL POST REGULATIONS 


R. S. Regar, third assistant Postmaster General, has an- 
nounced that the postal regulations of Switzerland require that 
claim for indemnity covering the rifling or damage of registered 
parcel post articles be made not later than three days after the 
delivery of the parcel; and that the postal regulations of Nor- 
way and Salvador require contents of registered parcel: post 
articles to be verified at the time of delivery to justify claim 
for indemnity on account of damage or shortage. 


HILL DENIES “THREAT” REPORT 


Commissioner Hill, of the Shipping Beard, November 28 de- 
nied a newspaper report stating that the commissioner had said 
that he had received intimations of administration pressure be- 
cause of his stand in favor of a ten-year, rather than a five-year, 
operation guarantee, in connection with proposed sale of Ship- 
ping Board lines operating out of Pacific coast ports. The report 
in question represented the commissioner as saying he had been 
told he might not be nominated for reappointment if he did not 
agree to sell the vessels on the basis of a five-year guarantee. 
The commissioner said he wished to deny the statements attrib- 
uted to him. He is now serving under a recess appointment, 
his term having expired last June. If he is to continue in office, 
it will be necessary for the president to send his nomination to 
the Senate in December. 


AID FOR MERCHANT MARINE 


After a call on President Coolidge, November 28, Senator 
Jones, of Washington, chairman of the Senate commerce commit- 
tee, said that Congress must take action at the coming session to 
insure continuation of the American merchant marine. Bills that 
were considered by the commerce committee at the last session of 
Congress will be reintroduced, according to the senator. One 
of-.these bills would provide for a ship replacement program and 
restrictions on sales of government ships and the other would, 
in effect, provide for a subsidy under private ownership and 
operation. Senator Jones indicated he was ready to support any 
legislation that would have the effect of building up a permanent 
American merchant marine. : 

Senator Copeland, of New York, will reintroduce his bill 
providing for mail subventions as an aid to the merchant marine. 
Representative Wood, of Indiana, is working on a bill providing 
for various aids to the merchant marine and for ultimate transfer 
of government ships to private operation. 


FREE SPLIT DELIVERIES 
The American-Hawaiian Steamship Company announces that, 


| effective immediately and continuing until further notice, it will 


make split deliveries of carload traffic on the Pacific Coast with- 
out charge. 


GERMAN RAILROAD COMPANY CAR LOADINGS 


From October 23 to October 29 (6 working days), the Ger- 
man Railroad Company supplied 1034,9 freight cars (figures 
quoted in thousands) in comparison with 950,0 the correspond- 
ing week in 1926 (6 working days) and 998,5 the previous week 
in 1927. The corresponding figures for one working day, figur- 
ing om an average, are: 172,5, 158,3, 166,4. 


REVIEW SINCE SEPTEMBER (FIGURES QUOTED IN 
THOUSANDS) OF WAGGONS 


*1927 *1926 $1927 $1926 
Aug. 28-Sept. 3......ccscec- 918,4 824,6 153,1 137,4 
Dept. S-Beet, Ib... sccseccwcs 928,0 824,3 154,7 137,4 
Sept. 11-Sept. 17............ 947,8 842,2 158,0 140,4 
Sept. 18-Sept. 24...........0. 951,3 848,1 158,6 141,4 
Ss a err 960,0 859,3 160,0 143,4 
SS oo Se Se reer 962,8 880,3 160,5 146,7 
a Se erie 1007,8 901,9 168,0 150,3 
OSL, 2E-OOb BB... ceveccescccs 998,5 931,4 166,4 155,2 
Dek, FSO. BD. 5. ee viveccieee 1034,9 950,0 172,5 158,3 





*Weekly. 
On an average per working day. 
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NEWARK, N.J. 
STORAGE 


December 3, 1927 









Nena 


Located in the Heart of the City and in the Center of the New York Metropolitan Area 


STORAGE IN TRANSIT 
POOL CAR DISTRIBUTION 


ALL FREIGHT UNLOADED UNDER COVER 
GRINNELL DRY SYSTEM SPRINKLER THROUGHOUT 


Private Siding Connection with The Central Railroad Co. of New Jersey 
For rates and arrangements apply or write to 
F. W. STOKES, Manager 
NEWARK WAREHOUSE COMPANY, Newark, New Jersey 









WORLD WIDE 
FREIGHT SERVICE 
1 0 4 SHIPS. Frequent sail- 
ings. Many special- 


ized types of carriers. Low 
insurance rates. Fast mail 
liners. Care and skill in han- 
dling. Prompt forwarding. 
















These are someof the factors which 
enable us to render the shipper a 
service of unusual merit. 

















INTERNATIONAL MERCANTILE MARINE COMPANY 
No. 1 Broadway, New York City. 127 South State St., Chicago 


A. C, FETTEROLF 
Vice President Freight Trafic 
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GULF PACIFIC LANE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile, New Orleans 
AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 
SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 


SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
209 South La Salle Street Chicago, Iil. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Moore Street 


New York, N. Y. 





ROCHESTER, N. Y. 


i B.R.& P WARE HO 








GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., "x7!" 






























Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront a spay dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions cmos hye practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. : : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Unrestricted Rates—Routing Not Specified 

Pennsylvania.—Question: According to our check of Tran- 
continental Tariffs, they specify no routing east of Chicago, II1., 
nor do these tariffs restrict routes, except in case of the Erie 
Railroad. We have been under the impression, therefore, that 
shippers or owners have the privilege of routing their eastbound 
traffic via any and all roads and junctions they may select 
(providing such route is via carriers party to the tariff), regard- 
less of the circuity of such routes, operating arrangements be- 
tween various carriers or working arrangements covering appli- 
cation of rates and division of revenues. We, on our part, rec- 
ognize the hardship on the carriers, but the facts of the tariffs 
are facts. 

We have before us the case of a car traveling via the U. P. 
from Shafter, Calif., in direct route to Chicago, thence via Erie 
Railroad, Carbondale, care D. & H. Co., to this city. We asked 
for diversion of this car to Philadelphia, Pa., Auction Terminal, 
via Pennsylvania Railroad to destination from here, with pro- 
tection of the through rate. The diversion was refused and 
we are now advised that the refusal was for the reason that 
this local carrier has advised both western carriers and Pacific 
coast shippers that these diversions could not be made on 
through rates; that such a radical departure from the established 
procedure cannot be permitted, and that while it is admitted 
Transcontinental Tariffs do not specify routing east of Chicago, 
the various eastbound billing books do specify routes over which 
traffic may move. The position is taken that no through rates 
being effective from Central Freight territory via the route over 
which we sought to divert this car on through rates, it cannot 
be expetced that through rate from Transcontinental territory 
should be protected. 


We believe that the argument advanced is very far-fetched, 
made to meet the occasion, as the tariff governing the rate, 
which is the authority, we believe, has nothing whatever in 
common with routes from Central Freight territory, nor rates 
from Central Freight territory. We wish you would kindly ad- 
vise as promptly as possible if you can locate any decisions 
covering a similar incident and let us have reference to such 
decisions, with your own opinion in the matter. 

Answer: We agree with your contention; that is, we find 
no authority to confine the application of the rates in question 
to the routes specified in the various eastbound billing books. 
In this connection, see rule 15 (a) and (b) of Tariff Circular 
18-A, requiring a cross reference by the rate tariff to billing 
book to legalize their use. There being no such cross reference, 
said rates are not controlled by such billing books. 

The principle that tariffs must be construed according to 
their terms, in other words, applied as they read, is so well 
established that citations therefore are not necessary. Based 
on the facts stated, the Commission has repeatedly held: 


Where no routing is provided in a tariff, rates therein apply 
over all routes of participating carriers. If carriers desire to restrict 
application of rates they have it in their a. to do so  f lain 
language. Finch Bros. vs. C. St. P. M. & O., 123 I. C. C. 54 (542). 
See Russell vs. C. C. C. & St. L., 120 I. C. C. 243; Miles Medical Co. 
vs. B. ., 118 I. C. C. 33 (35). Jonesville Milling Co. vs. N. Y. C., 
soc — Elimination of Routes on Transcontinental Traffic, 


And this is true despite the absence of division arrange- 
ments. Routing on Paper from Michigan to Illinois and Wis- 
consin, I. and S. docket 2063, 91 I. C. C. 452 (453); George C. 
Holt, etc., vs. C. & E. I., 521 I. C. .C. 393 (396); Willamette Valley 
Lumberman’s Association vs. Southern Pacific, 51 I. C. C. 250 
(261); Gwinn Bros. vs. C. & O. Ry., 561 I. C. C. 298 (300). 

Tariff Interpretation—Mixed Carloads 

Wisconsin.—Question: Please refer to Southwestern Lines 
Classification Exceptions and Rules, Circular No. 1-N, I. C. C. 
No. 1943, and advise us your opinion as to whether it is per- 
missible to mix articles listed in item 1564 with articles listed 
in item 1570 on carload shipments from Sheboygan, Wis., to 
Texas points at the highest carload rating and highest carload 
minimum. 

In considering this question, will refer you to item 372 on 
page 37, also item 298 on page 36. This matter was referred 
to several interested lines and the result is that some of them 
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stated it was permissible to mix, while others ruled that item 
298 restricts the application on interstate as well as on intra- 
state traffic. 

Item 298 became effective on July 10, 1925, in supplement 
No. 51 to Johanson’s Tariff 1-M, I. C. C. No. 1674, and applied 
on Texas and Louisiana intrastate traffic. 

Answer: Item 298 of the exceptions in question reads: 


Mixed carload shipments, under Rule 10 of current Western Classi- 
fication, will not apply in connection with the ratings as shown in this 
classification. 


Item $72 is to the effect that the ratings, rules and regula. 
tions, etc., shown in this classification to have preference over 
those shown in the current Western Classification in conflict. In 
other words, item 298 specifically states that rule 10 of Western 
Classification will not apply and is supported in its provisions 
by item 372. In view of item 298, item 372 is really superfluous, 
though, nevertheless, commendable in the interests of clarity in 
tariff publication. 

As rule 10 of the current Western Classification is barred 
from use by item 298 and as there is no specific authority in 
either item 1564 or 1570 for mixing the articles in the two dif- 
ferent items, we must perforce say that you cannot, in our opin- 
ion, make a mixed carload shipment of any of the articles carried 
in item 1564 with any of those carried in item 1570. In other 
words, a mixed carload shipment requires the tariff authority 
so to do. Without it, it cannot be done. 

Tariff Interpretation—Minimum Charge L. C. L. Shipments— 
Moving Over Two or More Lines on Combination of Local 
Rates 
Oregon.—Question: We have searched through the ques- 

tions and answers section of The Traffic World, back to May, 

1920, seeking an interpretation of the application of the pro- 

visions governing the minimum charge on less-carload shipments 

moving over two or more carriers as now provided in paragraph 

(d), section 1, rule 13, Consolidated Classification No. 4, and 

we are unable to find where you have passed upon the question 

since May 8, 1920, “Wisconsin—Minimum Charge L. C. L. Ship- 
ments,” dealing with the question when each classification had 
its separate provisions. 

An example of our situation is this: A minimum charge 
L. C. L. shipment received from a direct connection destined 
to a local point on our line, moving under a combination of local 
rates (no through rates in effect), the local tariff of originating 
line is subject to minimum charge, rule 13 of current Western 
Classification; under our tariff the minimum charge is spe- 
cifically provided for in rule 12-B, Tariff F-127, which states: 
“The minimum charge under this tariff for any single less-than- 
carload shipment will be 50 cents,’ and is therefore an excep- 
tion to the classification authorized by provision on title page of 
tariff, which reads, “Governed, except as otherwise provided 
herein, by the Western Classification No. 54, I. C. C. No. 12, R. C. 
Fyfe, agent, supplements thereto or reissues thereof,” marked 
copies of title page and current page 18 naming rule 12-B. 

- The contention is this: Admitting our rule 12-B, is an excep- 
tion so far as local traffic is concerned, but is not applicable 
on a joint haul, that where two or more lines participate in 
the movement, paragraph (b), section 1, classification rule 13, 
governs. We contend that our minimum charge rule is an 
exception to the classification minimum charge provisions, and 
applicable to both local and joint haul shipments, and that we 
are entitled to our full minimum charge of 50 cents. We would 
be pleased to have your opinion. ; 


Answer: We do not locate a case directly in point; how- 
ever, it is our view that the minimum charge rule as carried 
in your local traffic is an exception to rule 13 of the classification 
only on local traffic moving over your line, and is not applicable 
to joint traffic. In other words, we believe that your rule 12-B 
is an exception to rule 13 of the Classification as to local traffic 
on your lines, but that your tariff is silent as to the minimum 
charge rule as applicable to joint traffic moving on a combina- 
tion of local rates; therefore, rule 13 of the classification becomes 
applicable and the minimum charge should be applied to the 
through movement and not to the separate factors. Further, 
we believe that even should the Commission decide that your 
individual tariff rule was an exception to the classification rule, 
it would find said rule unreasonable to the extent it exacted 
higher charges than would accrue under rule 13 of the classifica- 
tion, for clearly the purpose and irftent of this rule is to prevent 
just such a situation as is here in issue. 

Tariff Interpretation—Penalty Charge on Articles in Packages 
Not Conforming to Rule 41 of Classification 

Michigan.—Question: One of our firms recently made. a 
shipment in one piece double-faced corrugated strawboard boxes, 
maximum outside dimensions 60 inches, and which according 
to the specifications laid down in section 2 of rule 41, may not 
be loaded to exceed 40 pounds, box and contents. The average 
weight of each carton and contents was 33 pounds. However, 
delivering carrier discovered that several of these cartons 
slightly exceeded 40 pounds and assessed the entire shipment 
20 per cent over the applicable rate in accordance with section 1 
of rule 41 of Consolidated Freight Classification No. 4. 
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quarters with ample 
facilities for any 
meetings. Road 
maps, garage 

every other conven- 
fence for the 
tourist. Truly the 
best accommoda- 
tions in the south. 


The Ansliey—Atlanta, Ga. 
450 rooms—450 baths 
The Piedmont—Atilanta, Ga. 
400 rooms—75 sample rooms 
Reasonable rates--Best of service 


Dispensers of 
True Southern Hospitality 


Dinkler Hotels Co.. Inc. 


Carling L. Dinkler, Pres. 


What Some of Our Clients Have to Say 
About Our Service 


“IN CONDENSED FORM” 


The client gets what interests HIM—not the barber 
or someone else, and he gets it in concise, yet intel- 
ligent form through “Watching” Service. 


Mr. B. J. Hamm, Manager, Service Dept., 
The Traffic Service Corporation, 
Washington, D. C. 


Dear Mr. Hamm: 

You have my permission to go as strong as you 
wish in expressing my opinion of the “Watching” 
Service. One especially valuable feature of this 
service is that it puts before the subscriber, in a 
condensed form, the many changes in which he is 
interested, and if conditions require the subscriber’s 
absence from his office, the “Watching” Service af- 
fords a quick method of becoming acquainted with 
all changes which may have occurred during that 
absence. 

Yours very truly, 


THE RED STAR MILLING CO. 


(Signed) G. G. MOFFITT, 
Traffic Manager. 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 


THE TRAFFIC 


| Tacoma, Wash. Vancouver, B.C. and Victoria, B.C. 


WORLD 


Speed on Orient 
Mails 


The fastest service wins the mail. This line 
is used to carry Government Mail to the 
Orient on account of the quick delivery. That 
same speed is available for your freight and 
express shipments, thereby saving interest on 
Capital. Win sales by service. Sailings every 
fourteen days from Seattle for Yokohama, 
Kobe, Shanghai, Hong Kong and Manila. 
Through Bills of Lading issued to other ports. 


T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
Dime Bank Building, 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 





The Cotton Concentration Company 


Concentrators and Distributors of Cotton 
and General Merchandise 


LOCATED AT GALVESTON, TEXAS 
The World’s Largest Cotton Port 


Ss: High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Be auipvea with Sprinkler System Throughout. 


Raeiarie Transportation at a Moment’s Notice. 


Y arious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


[[ntesrity of Our Warehouse Receipts Is Unques- 
tioned. 


Capacity of Tracks Serving Plants Over 500 Cars. 
[Established System of Service. 


WE NEITHER BUY NOR SELL COTTON 


We Care Not ‘“‘*From Whence It Comes Nor 
Whither It Goes,’? That’s Your 
Business and Yours Only 


J. GARRISON 
Vice-Pres. and Gen’! Manager 


GEO. SEALY 
President 
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It is not my understanding that this 20 per cent penalty 
may be exacted on other than those cartons which actually 
exceeded 40 pounds in weight and that rates applied on the 
balance of the shipment, shall be those normally applied on 
shipments which do, as did the balance of this shipment, comply 
in every respect with rule 41. 

Will you kindly advise whether or not the position I have 
taken is correct, quoting me any authority you might havé for 
such opinion? 

Answer: In I. & S. Docket 1657, Penalty Charges on Eggs 
Not Packed in Standard Carriers Between Points in Western 
Trunk Line Territory, 74 I. C. C. 727, the carriers proposed a 
rule on shipments of eggs under which the penalty charge of 
25 per cent was to apply to the entire carload instead of only 
to those packages which did not comply with the requirements 
of the classification. At the hearing respondents made no effort 
to justify the proposed rule but instead proposed another one 
providing for the L. C. L. rate and actual weight on the im- 
properly packed part of the shipment and the carload rate and 
minimum weight on the properly packed part. The Commission 
disapproved of both proposals, stating in substance that the 
improperly packed portion of the shipment was not a less Car- 
load one, but part of a mixed carload shipment of properly and 
improperly packed eggs, which was subject to a prescribed 
minimum. It then went on to suggest in effect that a sufficient 
and more logical penalty would be imposed by assessing on 
that part of the shipment the carload rate applicable to eggs 
in such packages and any deficiency in minimum weight to be 
charged for at the rate applicable on eggs properly packed. 

Rule 41, section 1, of the classification, reads in part as 
follows: 


* * * Unless otherwise provided in separate description of 
articles, when articles are tendered for transportation in fibre boxes 
and the requirements and specifications of this rule are not fully 
compiled with, the freight charges on such articles will be increased 
20 per cent, with a minimum increase of 2 cents per 100 pounds above 
the charges applicable on such shipments in boxes that do comply 
with the requirements and specifications. 


Observe the phrase, “the freight charges on such articles 
will be increased 20 per cent * * * .” It does not state that 
the penalty will be added to the entire shipment, but only to 
such articles that do not comply with rule 41. 


In I. & S. Docket 1657, there was a different rating applicable 
on eggs in improper packages than on those properly packed. 
Presumably yours take the same rates. Likewise these rates 
were not subject to rule 41, as is your shipment; hence the 
Commission suggested a compromise basis. However, under 
the Commission’s findings in this case and the language of the 
rule, as quoted above, it is our view that the penalty charge 
should not be assessed to the entire shipment, but only to that 
part which does not comply with rule 41. 

Switching Charges—Right of Shipper to Demand Absorption Of 

Texas—Question: The only general cargo port facilities at 
“A” are owned and operated by “A” Canal & Dock Company, a 
subsidiary of the “X” Railway Company. The “B” Refining 
Company at “A” own and operate their own docks, but publish 
no terminal tariff. 

An interior flour shipper consigned a shipment of flour to 
“A” to be loaded on a boat here, as per the effective rates in 
the tariff. The “A” Canal & Dock Company publish a tariff 
showing wharfage and unloading charges on flour, but in this 
tariff the unloading and wharfage charges are absorbed out of 
the through rate by the terminal company. 

Upon arrival of the flour at “A” it was found that the boat 
for which the flour was intended was loading at the privately 
owned docks of the “B” Refining Company. The cars were then 
switched to these docks and loaded onto the boat. As a result 
of this action the “A’’ Canal & Dock Company, or at least the 
“X” Railway, failed to absorb the wharfage and unloading 
charges, and the shipper was forced to pay wharfage to the “B” 
Refining Company and unloading charges to the Stevedoring 
Company. 

Inasmuch as the shipper has nothing more than the tariff 
to be governed by, and was ignorant of the fact that the boat 
would be loaded over the docks of the “B” Refining Company, I 
have expressed the opinion that the carrier should reimburse 
him for the wharfage and unloading charges and collect from 
the Steamship Company, as the steamship was relieved of the 
necessity of shifting its boat from one dock to the other. 

What is your opinion in this connection? 

Answer: If the Steamship Line in question is a common 
carrier and one subject to the Interstate Commerce Act or the 
shipment moved under through billing arrangements between 
the steamship company and the rail carrier, making the steam- 
ship company subject to the jurisdiction of the Interstate Com- 
merce Commission, no recovery by your client can be had, in 
our opinion, for the reason that his action in having the ship- 
ment switched to the “B” Refining Company’s dock for the 
terminal company’s docks was voluntary on his part and in so 
doing he forfeited his right to demand that the steamship com- 
pany dock their boat at the terminal company’s pier, assuming, 
of course, that there existed a contractual obligation on the 
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part of the steamship company to dock its vessel at the terming 
company’s dock. There being no holding out by the “X” Raj}. 
way in their tariffs that they would absorb such charges, they 
could not be absorbed. In other words, if the steamship company 
was one subject to the Interstate Commerce Act and the 
regular schedule called for docking at the “A” Canal and Dock 
Company’s piers, your client could have stood on his rights anj 
demanded that the steamship company shift their boat over anj 
pick up his shipment. In failing so to do, that is, in having the 
shipment switched over to the “B” Refining Company’s docks, 
he waived his right and so no recovery can be had, in oy 
opinion. See Chevrolet Motor Co. vs. C. R. I. & P., Docket 18555 
(mimeographed), decided October 14, 1927; also Reeves Coa) 
Co. vs. C. M. & St. P. Ry., 37 I. C. C. 707. Likewise, if the 
steamship company is one not subject to the Interstate Con. 
merce Act, while we locate no case directly in point, we believe 
that a court’s decision would be the same as the Interstate 
Commerce Commission 
Limitation of Actions—Refund of Overcharge After Expiration 
of Three Years from Date of Delivery of Shipments Upon 

Filing of Supplement Claim 

Missouri.—Question: Under dates of September 4th, 6th, 
and October 20th, 1923, we loaded at the “A” Elevator eighteen 
cars of wheat which were routed via the “X” Railroad to “B” 
for export, all cars being unloaded at the destination within ten 
days of the date of shipment. 

When these shipments were forwarded we applied against 
each car Omaha-Nebraska X-billing which paid the proportional 
rate to St. Louis of 13% cents per cwt. 

The “X” Railroad collected freight from us on basis of the 
proportional rate from St. Louis to Galveston, Texas, for export 
33 cents per cwt., and on January 9, 1924 we filed claim against 
the “X” Railroad for the difference between the combination rate, 
based on St. Louis or 13% cents to St. Louis, 33 cents beyond, 
total 46144 cents, and 33 cents per cwt. The claim was paid by 
the “X” Railroad, as per this basis on January 19, 1924. 

In reviewing this claim some time ago I discovered that the 
claim was filed as per the wrong basis, inasmuch as we should 
have used a through proportional rate Omaha to Galveston, for 
export of 31% cents per cwt., rather than the rate of 33 cents 
per cwt., as the 33 cents per cwt. rate was the St. Louis rate, 
the “X” Railroad Transit Tariff providing that the through rate, 
point of origin to destination as of the time of shipment would 
be protected, considering the shipments entitled to proportional 
rates. 

The “X” Railroad, I am pretty sure, would pay us the differ. 
— involved, namely 1% cents per cwt., if they could legally 

O 80. 

I will thank you to advise whether the “X” Railroad could 
legally pay this balance, 1% cents per cwt., which is justly 
due us, considering the fact that the date of this letter is more 
than three years after the date the freight was paid or the 
date that the cars were unloaded at Galveston, Texas. 

I thought probably that they might rule in our favor and 
state that the “X” Railroad could pay this claim if a supple 
mentary claim was now filed. 


I had in mind to advise the Auditor’s office of the “X” Rail- 
road as to the error made by us in the making of the claim in 
its original form so that they could readily see the oversight on 
the part of all concerned in having the 33 cent rate instead of 
the 31% cent rate. They could then adjust their records account 
of their account being over to the extent of the difference 
involved, or 1% cents per cwt., as per the actual weight. 

If the claim cannot be handled in that manner, I would like 
to find out if the “X” Railroad could legally pay us the balance 
if we would at this time tender them a supplementary claim for 
the difference. 


I do not want to ask the “X” Railroad to refund this amount 
to us unless we are within our legal rights in asking them 
to do so. 

Answer: In its Conference Ruling of February 23, 1924, 
the Commission said: 


Upon inquiries as to the effect of the decision rendered on Febru: 
ary 19, 1923, by the Supreme Court of the United States, in Kansas 
City Southern Railway vs. Wolf, 261 U. S., 133, the Commission con- 
strues that decision and paragraph (3) of Section 16 of the Interstate 
Commerce Act as prohibiting common carriers subject to the act 
from paying, subsequent to the two-year period of limitation con- 
tained in that paragraph, claims for overcharges presented to the 
carriers by shippers or consignees either within or subsequent to sald 
two-year period of limitation, unless within said two-year perl 
the claims have been presented to the Commission or to a court of 
pe en gral jurisdiction in accordance with the applicable provisions 
of said act. 


Nothwithstanding that a claim for the additional amount, 
be filed as a supplementary claim, it is our opinion that payment 
thereof could not, under the above quoted Conference Ruling, 
be legally made at the present time. 

The decision in the Wolf case, as construed by the Com: 
mission, in our opinion, bars all overcharge refunds after the 
expiration of the statutory period for the filing of a claim with 
the Commission or the bringing of a suit in court, namely, 
three years, unless within that period the claims have beed 
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HIPMENTS under through bills of lading 

are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 










Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 













Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 









For Complete Information 
Communicate with 








F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 












F. N. Puente, Gen. Agt. A. Horcasitas, Com. Agt. 
441 Monadnock Bldg. 414 Whitney Bank Bidg. 
San Francisco, Calif. New Orleans, La. 





H. E. Chenoweth, Com. Agent 
Marquette Building 
icago, Ill. 











Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . . 107 Hours 
Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City . 69 Hours 


NATIONAL RAILWAYS OF MEXICO 
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The congested conditions at some of the flarger Switching rates to or from all industries 
terminals do not prevail at Peoria. Transfers of | in Peoria-Pekin Switching district are ab- 
traffic between the 15 line haul carriers at this sorbed by road haul carriers, thus giving 
terminal are made by the P. & P. U. Railway in all industries the benefit of Peoria rates. 


a very short time. 


Intermediate switching rates on all traffic to, from or 
via Peoria are also absorbed by road haul carrier. 


Inquiries Solicited. Address E. F. STOCK, Traffic Manager, Union Station, PEORIA, ILL. 
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presented to the Commission or to a court of competent jurisdic- 
tion, except as provided in subdivision (d) of paragraph 3, of 
section 16 of the Interstate Commerce Act. 

Freight—Recovery of Prepaid Freight Charges 

Florida—Question: A cigar manufacturer during 1925 for- 
warded certain shipments of cigars from Tampa to New York, 
N. Y. and Cleveland, Ohio, and prepaid the charges thereon. 
The shipments were routed in the bills of lading via Jacksonville 
and the Clyde Line, and were properly delivered to the Clyde 
Line and loaded on its steam Comanche. The Comanche burned 
at sea during the voyage, and the cigars were destroyed. Is thé 
shipper entitled to recover the full amount prepaid, including 
the rail charges to Jacksonville, or is he entitled to recover any 
part of the prepaid charges? We would like to have references 
to any decisions of the courts or the Commission in your reply. 

Answer: The general rule is that a carrier of goods by 
water is entitled to freight when, and only when, he has properly 
fulfilled his contract of carriage. The Excelsior, 8 Fed. Cas. 
No. 4592. 

The parties may so contract that freight is payable whether 
or not the cargo is lost or injured, or otherwise regulate the 
matter by contract, in which case the contract governs. In the 
absence of such a contract, however, where goods are lost 
otherwise than by a peril of the sea or a cause excepted in the 
contract of affreightment, the carrier is not entitled to freight. 
British, etc., Marine Insurance Co. vs. Southern Pacific Co., 55 
Fed. 82. ‘ 

With respect to this question see Allanwilde Transport Corp. 
vs. Vacuum Oil Co., 248 U. S. 377; The Gracie D. Chambers, 
248 U. S. 387-398; The Bris, 248 U. S. 392. 

In the decisions of the Supreme Court of the United States 
above referred to, which cover instances where the freight 
charges were prepaid and the bill of lading contained a stipula- 
tion reading “Freight Charges Payable, Ship Lost or Not Lost, 
the court held that the prepaid freight charges were not recover- 
able by the shipper. However, it is to be observed that these 
bills of lading also contained a restraint of prince or government 
clause which may have had some effect upon the holding of the 
court therein. 

. See also in this connection, Pehr Uhland, 271 Fed. 340; The 
Cataluna, 262 Fed. 212; The Konigan Luise, 173 Fed. 811; Burn 
Line vs. U. S. & A. S. S. Co., 162 Fed. 298, certiorari denied 
212 U. S. 580; Chas E. McInnes & Co. vs. Equitable Trust Co. of 
New York, 189 N. Y. S. 518; Dorff vs. Taya, 185 N. Y. S. 174; 
Greenhill vs. Denano, 184 N. Y. S. 174. 

See also Steamship “Willdomino” vs. Citro Chemical Com- 
pany of America, 272 U.S. 718. (ae ; 

The circuit court of appeals in its decision in the Willdomino, 
300 Fed. 5, on page 21, said: 


ink the claimant is not entitled to recover from Pfizer & 
Co. , 4 pron of its freight money on the 335 casks. We think 
the record establishes conclusively that it was no longer in specie. 


While the question of freight charges was not apparently 
one of the questions covered by the petition for certiorari, the 
Supreme Court of the United States in its decision affirmed the 
decrees of the circuit court of appeals, its findings as to the 
*reight charges being one of its decrees. 

So far as the freight charges for the rail haul are concerned, 
it is our opinion that no recovery can be had thereof, the rail 
carrier having performed its transportation service. We assume, 
based upon your statements, that the charges of the rail carrier 
were separate and distinct from the charges from the ocean 
carriage. 

Conversion—Delivery by Carrier to Other Than Party to Whom 
Order Bill of Lading Endorsed 

Missouri.—Question: A shipment forwarded on an order 
bill of lading and the bill of lading is endorsed by the shipper 
to deliver to John Smith. The bill of lading on its way to the 
bank and attached to the draft to be paid by John Smith mis- 
carried and fell into the hands of another person who presented 
it to the carriers and received the shipment. Can the carriers 
be held for conversion, as the bill of lading was endorsed to 
John Smith and the carrier has been negligent and has not 
takeh the necessary measures to ascertain whether the shipment 
has been delivered to the person to whom the bill of lading was 
endorsed. 

In other words, at the present time it is our practice to 
endorse order form bills of lading in blank, and as we read the 
Transportation Act the carrier must deliver the shipment upon 
presentation of the original bill of lading, except in the event 
it is endorsed to an individual or firm, and it is then his duty 
to deliver only to the person or firm to whom the endorsement 
has been made or on his order. Are we correct? 

Answer: Section 9 of the Bills of Lading Act provides: 

“That a carrier is justified, subject to the provisions of the 
three following sections, in delivering goods to one who is: 


eo ¢ *(@ A rson in possession of an order bill for the goods, 
by the nad wuich the —_— are deliverable to his order * * *., 
0 of the act provides: 
wae where a carrier delivers goods to one who is not lawfully 
entitled to the possession of them, the carrier shall be liable to anyone 
ving a right of property or possession in the goods if he delivered 
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the goods otherwise than as authorized by subdivision (b) and (ce) 
of the preceding section * * *%, 


The duty of the carrier is not merely to convey safely the 
goods intrusted to it, but also to deliver them to the party 
designated by the terms of the shipment, or to his order, at the 
place of destination. This duty to deliver to the proper person 
is absolute. If the carrier delivers goods to a person not entitleq 
to receive them it is liable to the person who is entitled to them 
for conversion, rendering it immediately liable, regardless of a 
subsequent destruction of the goods by act of God, and irrespec. 
tive of its good faith in making the delivery. 

Under the above provisions of the Bills of Lading Act, the 
carrier apparently misdelivered the shipment in question and is 
therefore liable in damages for the value thereof. 


COMMERCIAL AVIATION 


William P. MacCracken, Jr., Assistant Secretary of Com. 
merce for Aeronautics, in a section of the annual report of 
Secretary Hoover, of the Department of Commerce, for the fiscal 
year ended June 30, 1927, reviews the progress in the develop- 
ment of commercial aviation in the first year that the air com. 
merce act of 1926 was in effect. After outlining the duties of 
the aeronautics section of the department, Mr. MacCracken says 
that, at the end of the fiscal year, the personnel included an 
Assistant Secretary of Commerce for Aeronautics, a Director of 
Aeronautics, acting chief of the air information division, chief 
engineer of the airways division, medical director, a chief 
inspector and 15 aircraft and engine inspectors, 15 airway ex- 
tension superintendents, and a director of aeronautical research. 
The total office personnel was 61 and the field personnel, 161. 
In part, the statement of Mr. MacCracken follows: 


. The outstanding achievements in civil aeronautics for the year 
include the inauguration of scheduled commercial service over routes 
totaling 2,429 miles; the contracting by the Post Office Department 
of all postal operations between New York and San Francisco at 
prices varying from 50 to 75 per cent below the maximum allowed 
by the air mail contract law; the consummation of a contract be- 
tween the American Railway Express Company and a group of four 
air transport operators providing for aerial express service on five 
routes, totaling 4,459 miles; an increase in air-mail poundage of 80 
per cent; the establishment of more than 100 airports; the holding 
of the first all-American aircraft display at Bolling Field, climaxed 
by the remarkable flight of Charles A. Lindbergh from New York to 
Paris, which was the first of a series of successful transoceanic flights 
by American civilian pilots using commercial aircraft and engines 
designed and built in the United States. 

Statistics are not available showing the number of aircraft manu- 
factured during the fiscal year, but the production for the last six 
months of the period exceeded the total production for the receding 
calendar year. At the beginning of the fiscal year most of the manu- 
facturers had some of their product in stock. By the close of the 
year the entire aircraft industry was unable to meet the demands 
of the public for equipment. Some of the factories were working in 
two and three shifts and there is every indication that this condition 
wili exist well into the coming year. 


_ On June 30, 1927, air-transport operators were serving 66 cities, 
with a total population of 20,038,075 and a total mileage of 8,396. 
In addition to the mileage now in operation the Post Office Depart- 
ment had contracted for air mail service over a distance of 763 
miles, and there were pending advertisements for service on 1,557 
miles and 825 miles proposed for advertisement. During the year 
three air-transport operators withdrew from the field, one operating 
between Philadelphia, Washington, and Norfolk, which service was 
inaugurated primarily as a part of the Sesquicentennial Exposition 
held at Philadelphia; one operating between Atlanta, Ga., and Miami, 
Fla.; and the other operating between Chicago, IIl., and St. Paul, 
Minn. Service on this latter line, however, was not interrupted, as 
a new contractor was ready to carry on the service at the expiration 
of the 45 days’ notice required by the Post Office Department. It 
is contemplated that the Atlanta-Miami service will be resumed as 
soon - the New York-Atlanta line, now under contract, begins 
operation. 


While the majority of the air-mail contractors sustained financial 
losses as a result of their operations for the entire fiscal year, during 
the last three months of the period the majority of them were 
making expenses, and several of them showed satisfactory profits. 
Aerial operations showed an increase, both in number and volume 
of business. Most important is the fact that these enterprises are 
rapidly developing into profitable organizations with better equipment 
and more adequate airport facilities. Several larger corporations 
acquired planes for use in delivering their products and expediting 
the travel of their executives. A number of airplane clubs have been 
organized and demands for equipment to be used in sport flying have 
showed a marked increase. 

While the air commerce act left to the states the right to regulate 
intrastate and non-commercial operations, the tendency on the part 
of the great majority of state authorities has been to look to the 
federal government for this service rather than to undertake the 
function themselves. It is anticipated that practically all of the 
states will follow the example of those that already require a federal 
license in order to fly within their borders. 

The interest in civil aeronautics, particularly as it pertains to 
establishing municipal airports, expanding the air mail service, and 
in fact, in all forms of civilian flying, has been so great that the 
department has found it difficult, and in some cases impossible, to 
meet the demands which have been placed upon it. In the brief 
period of 12 months the entire nation has been aroused to the 
possibilities of civil aeronautics. No longer does an inferiority com- 
plex impede aeronautical progress. There has been built a solid 
foundation upon which to achieve and maintain world supremacy in 
civil aeronautics. 





CORPS OF OLD EMPLOYES 


Of the 28,000 employes of the Atlantic Coast Line, that road 
says, 27 have been in service over 50 years and 1,094 for more 
than 25 years. 
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MEN IN TRANSPORTATION 


Passage at the coming session of Congress of a railroad 
consolidation -bill is predicted by Senator James E. Watson, of 
Indiana, chairman of the Senate interstate commerce committee. 
Hearings on the railroad consolidation bill that will be reintro- 
duced by Senator Fess, of Ohio, also a member of the com- 
mittee, may be begun the latter part of the first week of the 
Seventieth Congress, which will convene December 5, according 
to Chairman Watson, who desires that the hearings be con- 
cluded as soon as possible and the bill reported to the Senate for 
consideration. 

“This is the age of consolidation,” said the chairman, in 
telling of his plans for pushing consideration of the bill. 

Although he differed with the late Senator Cummins as to 
the compulsory features of the Cummins railroad consolidation 
bill, Senator Watson has reached the conclusion that the lowan 


JAMES E. WATSON 


was right in principle and that he was wrong on that issue. 
He favors putting “teeth” in the Fess bill by fixing a definite 
period within which wholly voluntary consolidations may be 
effected with the approval of the Interstate Commerce Com- 
mission. By inserting such a provision in the bill, he believes, 
railroad consolidations will go forward and that, by the end 
of the time limit prescribed—five, seven or ten years, as the 
case may be—there will be no need to resort to coercive meas- 
ures to complete consolidation of the railroads into a limited 
number of systems. If such a provision is not included in the 
bill, he believes consolidation proposals will not be brought 
forward with that degree of rapidity that he thinks is desirable 
and necessary. 

“There is no way, of course, to compel consolidations,” said 
the chairman, “but there are ways to coerce. I believe, how- 
ever, that, if a time limit is fixed in the law, public opinion will 
compel consolidations before the expiration of the period pro- 
vided for wholly voluntary action.” 

Preservation of necessary “weak” railroads, in the opinion of 
Senator Watson, is the principal reason why the railroads should 
be consolidated into a limited number of systems. 
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Optimistic as to the chances for enactment of a railroad 
consolidation law, the chairman does not believe any other 
major changes will be made in the law governing regulation of 
carriers at the coming session. He expects agitation for modif. 
cation or repeal of section 15-a of the interstate commerce act, 
but is of the opinion that that part of the law may well be left 
as it is. 

Proposed legislation for regulation of the motor vehicle as 
a common carrier in interstate commerce will not be acted op 
at the coming session, according to the view of the chairman, 
Plans have not been made by him for the committee to take yw 
that phase of proposed regulation. 

Senator Watson, reelected to the Senate, November 2, 1926, 
for a term that will expire in 1933, became chairman of the 
interstate commerce committee in the Sixty-ninth Congress. He 
succeeded Senator Smith, Democrat, of South Carolina, who 
was made chairman in the preceding Congress as the result of 
a coalition of certain Republican and Democratic senators, 
though the Republicans were nominally in control of the Senate 
at the time. The selection of Senator Smith as chairman was 
the result of a fight made against Senator Cummins by the 
“progressive” Republicans, who refused to “stand” for Cummins 
as chairman of the interstate commerce committee. When the 
committees were made up for the Sixty-ninth Congress, Senator 
Cummins was asked to resume the chairmanship of the inter. 
state commerce committee, but he said that two years before 
the Senate had decided he was not a “fit person” to be chairman 
of the committee and that no inducement could be offered him 
that would make him accept the position. At that time the 
late Senator La Follette, of Wisconsin, was the ranking Repub. 
lican member of the committee, but because of his “progressive” 
activities, he was deprived of his rank and sent to the foot 
of the committee. Senator Watson, who had urged Senator 
Cummins to take the chairmanship, was then made chairman, 
He has been a member of the committee since 1918. 

Born at Winchester, Ind., November 2, 1864, Mr. Watson 
was educated in the public schools and was graduated from 
De Pauw University in 1886. The following year he was ad- 
mitted to the bar and began the practice of law. He moved to 
Rushville, Ind., in 1893, and was first elected as a representative 
to Congress in 1894. He was defeated in 1896, but was re 
elected to the House in 1898, 1900, 1902, 1904, and 1906, and 
was Republican “whip” of the House for a number of years. 
He was elected to the Senate in 1916 and was reelected in 1920 
and, 1926.—S. H. S. 


DOINGS OF THE TRAFFIC CLUBS 


There was an attendance of about 80 at the meeting of the 
Worcester Traffic Association at the Hotel Bancroft November 
29. J. F. Ward, president, presided. The business of the an- 
nual meeting was conducted, as it was desired to have a special 
program at the January meeting, at which time the members of 
the New England Shippers’ Advisory Board will be guests. 
The following officers were elected: President, Clifford W. 
Packard, traffic manager, Curtis Marble and Machine Company; 
first vice-president, T. Raymond Higgins, Baldwin Chain & Man- 
ufacturing Company; second vice-chairman, Charles Firth, agent, 
Boston & Albany; secretary, Ernest E. Opitz, Norton: Company; 
treasurer, Joseph H. Lane, traffic manager, Worcester Chamber 
of Commerce. Following the business meeting, H. F. Strong, 
special passenger agent, United Fruit Company, spoke on Cen- 
tral and South American countries, illustrating his talk with 
a film, “Voyaging in the Golden Carribean.” 


The San Antonio Traffic Club elected the following officers 
October 14: President, T. D. Porr, manager, Elgin Butler Brick 
Company; first vice-president, T. M. Bertch, traffic manager, 
San Antonio Machine Supply Company; second vice-president, 
George Crank, district freight agent, Pennsylvania; third vice 
president, Ross Lovelace, traffic manager, Collins Company; 
secretary-treasurer, G. H. Doyle; sergeant-at-arms, Bryan Cal- 
laghan, traveling freight agent, Missouri Pacific; directors, 
U. S. Pawkett and Charles Baldus. The officers were installed 
at the annual stag banquet at the Alamo Country Club No 
vember 29. J. Guggenheim was toastmaster. 


The Traffic Club of Kansas City held a meeting at the 
Muehlbach Hotel November 29. The following were guests: 
Dr. Julius Klein, director of the Bureau of Foreign and Domestic 
Commerce, Washington; F. M. Surface, assistant director, chief 
of Domestic Commerce Division, Washington; E. G. Montgom- 
ery, chief of foodstuffs division; E. T. Pickard, chief of textiles 
division; N. F. Titus, chief of transportation division; Ogden 
Pierrot, assistant commercial attache from Rio de Janeiro; 
Chester Lloyd Jones, American commercial attache, Paris; and 
Theodore Pilger, American trade commissioner, Berlin. Ad 
dresses were made by Mr. Titus and Dr. Klein. 


The Traffic Club of Dallas has elected the following officers: 
President, J. E. Farrow, traffic manager, Brown Cracker & 
Candy Company; first vice-president, A. B. Bogan, gene 
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agent, Newtex Steamship Lines; second vice-president, W. R. 
Martin, district freight agent, Pennsylvania; third vice-presi- 
dent, Douglas Damron, traffic manager, Armstrong Packing Com- 
pany; secretary-treasurer, O. K. Sanders, B. & O.; board of 
governors, B. W. Thomas, traffic manager, Southern Cotton 
Company; J. M. Allen, general agent, C. M. & St. P.; A. J. 
Stone, manager, transportation bureau, Dallas Cotton Exchange; 
Cc. N. Gray, general agent, D. & R. G.; J. L. Erwin, Mosher 
Steel & Machinery Company; Charles Sorg, Jr., Northern Pa- 
cific. The annual dinner-dance and installation of officers was 
held at the Baker Hotel November 12. 





The Traffic Club of Minneapolis held a “get-to-gether” 
luncheon at its club rooms December 1. There was a program 
of entertainment. 





The Traffic Club of Baltimore will hold a dinner-meeting 
at the Rennert Hotel December 6. Norman F. Titus, chief of 
the transportation division, department of commerce, Bureau of 
Foreign and Domestic Commerce, will speak on ‘“‘Transporta- 
tion Development in Europe” and Harry O. Hartzell, executive 
assistant to vice-president, traffic and commercial department, 
B. & O., will speak on “Commercial Development from a Rail- 
road Standpoint.” ‘There will be music and other entertainment. 





The Traffic Club of Kalamazoo will hold its ninth annual 
dinner at the Columbia Hotel December 8. Henry A. Palmer, 
editor and manager of The Traffic World, and Major Robert 
C. Cotton, United States Army, will be the speakers. Clarence 
A. Buskirk, general sales manager, Michigan Paper Company, 
will be toastmaster. Harry W. Moore, president of the club, will 
make a short introductory talk. Music will be furnished by the 
“American Broadway” quartette of the Pennsylvania. 





At the monthly dinner-meeting of the Motor City Traffic 
Club of Detroit, at the Fort Shelby Hotel, November 28, 
Charles C. Kellogg, postmaster of Detroit, spoke on the air 
mail, stressing the “mail early” campaign inaugurated each year 
at the approach of Christmas. He said he expected Detroit to 
be connected with a transcontinental air mail route in the near 
future, by a spur to Toledo, connecting with the New York- 
Chicago route, if not directly. A Christmas holiday dance will 
be given at the Hotel Tuller December 16. 





The Traffic Club of Philadelphia will hold a ‘Ladies’ Night 
Dinner-Dance” at the Bellevue-Stratford December 5. The twen- 
tieth annual dinner will be held January 10. 





The Lansing Traffic Club will hold its tenth annual anges 
at the Olds Hotel December 15. 





The fourth annual dinner of the Traffic Club of Detroit will 
be held at the Hotel Statler February 14. 





At the joint meeting and dinner of the Cincinnati Traffic 
Club and the Miami Valley Traffic Club (Dayton, O.), at the 
Hotel Gibson December 13, on the occasion of the annual meet- 
ing of the Ohio Valley Shippers’ Advisory Board at Cincinnati, 
Samuel O. Dunn, editor of the Railway Age, will be the speaker. 
Invitations have been extended to the Columbus Transportation 
Club, the Louisville Transportation Club and the Indianapolis 
Traffic Club. 





George Hannauer, president of the Boston and Maine, will 
be the guest of honor and speaker at a testimonial luncheon of 
the Traffic Club of Chicago at the Palmer House December 5. 
He will speak on “Railroading in New England.” 





The Transportation Club of Buffalo held its monthly lunch- 
eon meeting at the Lafayette Hotel November 28. O. S. Lewis, 
freight traffic manager, B. & O., was the principal speaker. A 
film, “Fair of the Iron Horse,” was shown, portraying the more 
important incidents and displays in connection with the expo- 
sition recently held at Baltimore by the B. & O. John J. 
Dowling, president of the club, has been succeeded by Harry 
F. Bryant, traffic manager of Taylor and Crate. Mr. Dowling 
resigned November 7 to take up residence at New York, where 
he has been promoted to superintendent of terminal division, 
American Railway Express. 





The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel November 29. A film, “The Arteries of In- 
dustry,” was shown through the courtesy of the National Tube 
Company. On December 2, the club broadcast a program of 
entertainment from radio station WCCO. Max Goodsill spoke 
on “St. Paul’s Strategic Position as a Transportation Center.” 





The Indianapolis Traffic Club held a meeting at the Severin 
Hotel December 1. Ernest H. Voges, statistician, Prest-o-lite 
Storage Battery Corporation, spoke on “Foresight in Business.” 
Entertainment was provided by the Moriarity Sisters of the 
Illinois Central. L. Ert Slack, Mayor of Indianapolis, will be 
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one of the speakers at the twentieth annual banquet and past 
presidents’ night at the Claypool Hotel December 8. Byron K. 
Elliott, judge of the superior court of Marion County, will be 
toastmaster and the Reverend Dwight L. Myers, of the First 
Methodist Episcopal Church of Sewickley, Pa., will give the ip. 
vocation. Twelve of the living past-presidents of the club have 
indicated their intention of being present. C. J. Pearson, com- 
mercial agent, Universal Carloading and Distributing Company, 
is chairman of the entertainment committee. 





Ben F. Hegler, Wichita attorney, spoke at the annual meet- 
ing and election of officers of the Traffic Club of Wichita, at 
the Sunset Inn, December 1. There was a program of enter. 
tainment. 





The Traffic and Transportation Association of Pittsburgh 
will hold its fifteenth annual dinner at the Hotel Schenley Jan. 
uary 26. The study class will meet at the Fulton Building 
December 16. There will be a debate on a current transporta- 
tion problem. 





The Traffic Club of St. Louis will not hold its regular lunch. 
eon December 5, because of the annual dinner that evening at 
the Hotel Statler. 





The New Jersey Industrial Traffic League elected the fol- 
lowing officers at its annual meeting November 17: President, 
J. K. Maxham, traffic manager, Charms Company, Bloomfield, 
N. J.; vice-president, C. S. Milnes, traffic manager, The Wheat- 
ena Company, Rahway, N. J.; secretary-treasurer, C. J. Fagg, 
traffic manager, Newark, N. J., Chamber of Commerce; ex- 
ecutive committee, W. W. Pierce, traffic manager, Pyrene Man- 
ufacturing Company, Newark, N. J., and O. L. Chapin, assistant 
traffic manager, Thomas A. Edison Industries, Orange, N. J. 
The eighth annual dinner was held at the Berwick Hotel, New- 
ark, N. J., December 3. There were about 250 present. 





Thirty days having expired since it was notified of the ap- 
plication of the Junior Traffic Club of Chicago for membership 
in the Associated Traffic Clubs of America without the Traffic 
Club of Chicago having filed objection, the junior organization 
has been notified of the acceptance of its application. 





The Los Angeles Transportation Club will hold a meeting 
at the Builders’ Exchange Building December 14. Captain W. J. 
Peterson, manager, Marine Service Bureau, will speak on “The 
American Merchant Marine.” The committee on harbor affairs 
will be in charge. 





The Traffic Club of Kansas City will hold a meeting at the 
Baltimore Hotel December 6. Phillip Martindale, of the U. S. 
National Park Ranger Service, will tell of his experiences as 
chief of the Old Faithful district. 


SOUTHEAST ADVISORY BOARD 


The Southeast Shippers’ Advisory Board will hold its twentieth 
regular meeting at the Roosevelt Hotel, New Orleans, December 
9. Addresses will be made by Francis Williams, chairman of the 
Louisiana Public Service Commission, and H. G. Taylor, manager 
of the public relations division of the American Railway Asso- 
ciation, and A. E. Clift, senior vice-president of the Illinois 
Central, will speak on “Adequate System of Transportation.” 
W. C. Kendall, manager of the car service division, American 
Railway Association, will report on general transportation condi- 
tions, and R. W. Edwards, district manager, will discuss con- 
ditions local to the territory of the board. A nominating com- 
mittee will be appointed and will make its report and the com- 
modity committees and railroad committees will make their 
reports. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended November 19 
totaled 968,103 cars, according to reports filed by the railroads 
with the car service division of the American Railway Associa- 
tion. This was a decrease of 6,759 cars below the preceding 
week this year, reductions being reported in the loading of 
miscellaneous freight, live stock, forest products and ore, while 
increases were reported in the loading of grain and grain prod- 
ucts, coal, coke, and merchandise and less than carload lot 
freight. 

The total for the week ended November 19 was a decrease 
of 103,604 cars under the same week last year and 89,820 cars 
below the same week in 1925. 

Revenue freight loading the week ended November 19 and 
for the corresponding period of 1926, by districts, was reported 
as follows: 

Eastern district: Grain and grain products, 9,474 and 9,122; live 
stock, 3,329 and 3,095; coal, 45,125 and 58,617; ‘coke, 2,319 and 3,171; 
forest products, 3,974 and 4,805; ore, 2,258 and 2,794; merchandise, 

L., 68,528 and 71,312; miscellaneous, 84,791 and 93, 077; total, 1927, 


Ey. € 
219,798; 1926, 245,993; 1925, 236,1 
Allegheny district: Grain wy grain products, 3,520 and 4,005; live 
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stock, 2,341 and 2,413; coal, 44,016 and 62,589; coke, 4,235 and 5,908; 
forest products, 2,743 and 2,990; ore, 3,289 and 6,416; merchandise, 
L. C. L., 55,306 and 57,122; miscellaneous, 78,235 and 81,867; total, 1927, 
193,685; 1926, 223,310; 1925, 211,060. 

Pocahontas district: Grain and grain products, 226 and 203; live 
stock, 128 and 167; coal, 36,527 and 43,843; coke, 382 and 617; forest 
products, 1,565 and 1,587; ore, 115 and 110; merchandise, L. C. L., 
7,623 and 7,400; miscellaneous, 5,663 and 5,940; total, 1927, 52,229; 
1926, 59,867; 1925, 58,570. 

Southern district: Grain and grain products, 3,216 and 3,332; 
live stock, 2,064 and 1,870; coal, 25,840 and 32,607; coke, 596 and 817; 
forest products, 19,262 and 20,608; ore, 1,139 and 1,233; merchandise, 
L. C. L., 48,022 and 41,904; miscellaneous, 54,858 and 58,868; total, 1927, 
149,997; 1926, 161,239; 1925, 157,611. 

Northwestern district: Grain and grain products, 13,495 and 10,146; 
live stock, 9,975 and 10,218; coal, 11,072 and 12,373; coke, 1,220 and 
1,477; forest products, 14,681 and 16,783; ore, 2,000 and 11,730; mer- 
chandise, L. C. L., 33,952 and 33,448; miscellaneous, 33,875 and 35,189; 
total, 1927, 120,270; 1926, 131,364; 1925, 140,202. 

Central Western district: Grain and grain products, 11,770 and 
10,770; live stock, 13,390 and 12,580; coal, 16,898 and 24,125; coke, 355 
and 392; forest products, 9,836 and 10,125; ore, 3,527 and 4,865; mer- 
chandise, L. C. L., 34,676 and 35,977; miscellaneous, 61,298 and 60,939; 
total, 1927, 151,750; 1926, 159,773; 1925, 164,937. 

Southwestern district: Grain and grain products, 4,640 and 5,107; 
live stock, 3,800 and 3,370; coal, 6,852 and 8,860; coke, 190 and 340; 
forest products, 7,438 and 8,896; ore, 485 and 464; merchandise, L. 
Cc. L., 17,212 and 17,279; miscellaneous, 39,757 and 45,845; total, 1927, 
80,374; 1926, 90,161; 1925, 89,411. 

Total, all roads: Grain and grain products, 46,341 and 42,685; live 
stock, 35,027 and 33,713; coal, 186,330 and 243,014; coke, 9,297 and 
12,722; forest products, 59,499 and 65,794; ore, 12,813 and 27,612; mer- 
chandise, L. C. L., 260,319 and 264,442; miscellaneous, 358,477 and 
381,725; total, 1927, 968,103; 1926, 1,071,707; 1925, 1,057,923. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1927 1926 1925 

Five weeks in January=........ 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March........... 4,016,395 3,877,397 3,702,413 
Five weeks in April............. 4,890,749 4,791,006 4,710,903 
Four weeks in May............. 4,096,742 4,145,820 3,869,306 
POUL WOGES 1 JUNG... ccccccece 3,974,160 4,089,340 3,965,872 
DEVO WEORE Ti JULY. .cccccccccce 4,935,397 5,213,759 4,945,091 
Four weeks in August.......... 4,249,359 4,388,118 4,321,427 
Four weeks in September....... 4,360,022 4,523,112 4,297,936 
Five weeks in October.......... 5,587,921 5,967,576 5,537,159 
Week ended November 5........ 1,038,852 1,131,832 1,062,646 
Week ended November 12....... 974,862 1,106,889 1,049,940 
Week ended November 19....... 968,103 1,071,707 1,057,923 

BED baru sanpueunanarevene anes 47,441,242 48,412,144 46,600,612 


Personal Notes 





W. M. Powers has been appointed traffic manager of the 
Litchfield & Madison at St. Louis. 


Vice President and General Counsel W. A. Colston of the 
Nickel Plate has taken an indefinite leave of absence because 
of ill health. The following appointments are effective in his 
absence: W. J. Stevenson, assistant general counsel, has been 
appointed acting general counsel, in charge of legal matters re- 
lating to the operating and traffic departments. J. H. Agate, as- 
sistant general counsel, has been appointed acting general coun- 
sel, in charge of general corporate, financial and valuation 
matters. 


C. C. Prescott has been appointed live stock development 
agent of the C. & E. I. at Danville, III. 


P. E. Field has been appointed commercial freight agent, 
Western Maryland, at Minneapolis, succeeding V. H. Bradford, 
who has been appointed commercial freight agent, at Pittsburgh, 
succeeding J. A. S. Wallace, who died. 


A. S. Jennings has been appointed district freight agent, 
Pennsylvania, at Cleveland, succeeding W. C. Sommers, promoted. 

William Taylor Medford, traffic manager, Corkran, Hill & 
Company, Inc., Baltimore, has resigned to accept the position 
of assistant director of the traffic and transportation bureau of 
the Baltimore Association of Commerce. 


The American-Hawaiian Steamship Company has opened 
offices at Cincinnati, with George H. Brunnings in charge; at 
Cleveland, with David V. Griffith in charge; and at Spokane, 
with W. W. Berreman in charge. 


In connection with the reorganization of the traffic depart- 
ment of the St. L. S. W. of Texas, the following appointments 
have been made at Tyler, Tex.; W. F. Murray, freight traffic 
manager; S. F. Baker, general freight agent; J. C. Winfield, 
general freight agent, and D. S. Brown, assistant general freight 
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agent. An office, under the supervision of the El Paso agency, | 


has been opened at Phoenix, Ariz. W. L. Geer has been ap- 
pointed assistant commercial agent at Phoenix. H. O. McClure 
has been appointed traveling freight agent at El Paso, suc- 
ceeding Mr. Geer. 


Milton H. Smith, Jr., has been appointed special freight 
traffic representative of the Monon at Louisville, 

James Alexander McNeill, traffic manager of the Tennessee 
Central Railway, died at his home in Nashville, after a brief 
illness, November 26. 
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Digest of New Complaints 


- 20212, Sub. No. 1. Alexander Marketing Co. et al., San Benito, 

Tex., vs. Beaumont, Sour Lake & Western et al. 

Unreasonable rates and charges on bananas and cocoanuts from 
New Orleans, La., to San Benito and other Texas points. Asks 
rates and unloading in transit privilege and reparation. 

20278. Rate on sulphuric acid from Natrona to Brackenridge, Pa. 

This is a proceeding instituted by the Commission in connec- 
tion with No. 17260, Bertha Mineral Co. vs. B. & O. et al., with 
respect to question of whether rate prescribed by Pennsylvania 
state commission discriminates against interstate commerce, 
20302. Black Rock Milling Corporation, Buffalo, N. Y., vs. New 
York Central. 

Overcharges because of illegal demurrage assessed on grain, 
feed and various other commodities at Buffalo, N. Y. Asks relief 
from further wrongful application of National Car Demurrage 
Rules and charges and reparation. 

20303. Interstate rates on cement, in carloads. 

This is a proceeding instituted by the Commission on its own 
motion with respect to rates on cement for hauls of 80 miles and 
less in C. F. A. territory and in territory covered by the basis 
prescribed in No. 8182, the Western cement case. 
awe ey Manufacturing Co., Fort Atkinson, Wis., vs. C. & 

: . et al. 

Rates in violation of section 6 of the act, on sheet metal flues 
and sheet metal elbows from Fort Atkinson, Wis., to Elmira, N. Y. 
Asks reparation. f : 

" ow yee cara Rig & Reel Co., Parkersburg, W. Va., vs. 

' . et.al. 

Rates and charges in violation of sections 1, 3 and 13 on rig 
irons, bull wheels, band wheels, crown blocks, wooden bull wheel 
arms, cants and pins, in the rough, and wood and steel derricks, 
and other articles, from Parkersburg, W. Va., to points in Okla- 
homa. Asks rates for future and reparation. 

20307. Amarillo Board of City Development et al., Amarillo, Tex., 
vs. Santa Fe et al. 

Unreasonable rates on coal from points in Colorado and New 
— to destinations in Texas. Asks rates for future and rep- 
aration.* 
oe M. C. Stone & Son Co., Lewiston, Me., vs. Boston & Maine 
et_ al. 

Unreasonable rates and charges on cotton piece goods and cot- 
ton yarn from Lowell, Mass., to Lewiston, Me. Asks rates for 
future and reparation. 

° — Atlantic Coal Tar Distillates, Bayway, N. J., vs. B. & O. 
et al. 

Rates and charges in violation of sections 1, 2, 3 and 6 of the 
act, on tar from Weirton, W. Va., Woodlawn, Erie and Pitts- 
burgh, Pa., to Bayway, N. J. Asks rates for future and repara- 
tion. 

20310. Frost and Davis Lumber Co. et al., Montgomery, Ala., vs. 
Atlantic City R. R. Co. et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on lumber from stations on the Gulf, Mobile & Northern to Wash- 
ington, D. C., Scranton and Bethlehem, Pa., and other points. 
Asks cease and desist order and reparation. 


20311. The George M. Clark & Company Division, American Stove 
Co., Harvey, IL, vse. C. C. C. & St. L. 

Rates and charges in violation of section 6 of the act, on iron 
castings from Indianapolis, Ind., to Harvey, Ill. Asks reparation. 


. 20312, Doughty-McDonald Grocery Co. et al., Chickasha, Okla., 
vs. Santa Fe et al. 
Unreasonable rates and charges on salt from Hutchinson, Kan- 
apolis, Lyons and/or Sterling, Kans., to pointns in Oklahoma. 
’ Asks reparation. 


No. 20312. Sub. No. 1. Sayre Wholesale Grocer Co. et al., Sayre, Okla., 
vs. Santa Fe et al. 

Unreasonable rates on salt from Hutchinson and other Kansas 
points to points in Texas. Asks reparation. 

. 20306. Baltimore Association of Commerce et al., Baltimore, Md., 
vs. American-Hawaiian Steamship Co. et al. 

Attacks port equalization rule of intercoastal conference on the 
ground that it results in undue prejudice. and discrimination 
against Baltimore. Asks cease and desist.order. See Traffic 
World, Nov. 12, p. 1112. 

. 20313. Evans Milling Co., Indianapolis, Ind., vs. B. & O. et al. 

Rate in violation of sections 1 and 3 of the act, on grain from 
Kansas City, Mo., to Indianapolis, Ind. Asks reparation. 

. 20314. Nashville (Ga.) Traffic Bureau vs. Georgia & Florida et al. 

Rates in violation of first four sections of the act, on all classes 
and commodities between Nashville, Ga., and interstate destina- 
tions and points of origin in United States and Canada. Al- 
leges Adel, Sparks, Tifton Valdosta and other points in Georgia 
are preferred. Asks rates for future and reparation. : 
20316. East St. Louis Cotton Oil Co., Chicago, Ill., vs. Illinois 
Central et al. 

Unreasonable rates and charges on cottonseed from points in 
bate sa ey Mississippi and Kentucky to East St. Louis, Ill. Asks 
repa on. 

. 20318. _ Atlas Portland Cement Co., New York City, vs. South- 
ern et al. 

Unreasonable rates on portland cement from Leeds, Ala., 
Doughton, N. C. Asks reparation. 

20319. A. A. Mills et al., Ames, Okla., vs. Santa Fe et al. 

Unreasonable charges on horses and/or mules from Alva, Capron, 
Cherokee and Fairview, Okla., to Galesburg, Ill. Asks rates for 
future and reparation. ‘ 

E a0ae0. West Virginia Brick Co., Charleston, W. Va., vs. B. & O. 
et al. 

Charges in violation of sections 6 and 15 of the act, on fire brick 
from Wellston, O., to Savannah, Ga. Asks reparation. 

20321. Evaporated Milk Association et al., Chicago, Ill., vs. Ah- 
napee & Western et al. 

Unreasonable rates on canned goods between points in West- 
ern Trunk Line, also Il'inois Freight Association territories and 
points in C. F. A. territory, east of the Illinois-Indiana state line 
and between points within C. F. A. territory. Asks commodity 
rates substantially under the fifth class rates in lieu of the rates 
now in effect. 

20321. Sub. No. 1. Same vs. Same. 

Unreasonable rates on canned goods between points in Western 
Trunk Line and Illinois Freight Association territory. Same prayer: 
fr = Robin Jorfes Phosphate Co., Nashville, Tenn., vs. L. 

. et al. 
Rates in violation of sections 1 and 6 of the act, on phosphate 
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rock from Wales, Tenn., to Saltville, Va. Asks cease and désist 


order and reparation. 
No. 20277. Rates on bituminous coal from points in Missouri to Kan- 
sas City and St. Joseph, Mo. 
This is a thirteenth section inquiry instituted by the Com- 
mission on petition of Santa Fe et al., to determine the lawful- 
ness of intrastate rates ordered by Missouri commission. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period, No- 
vember 8-14, inclusive, was 251,644 cars, an increase of 43,887 
cars as compared with the preceding period, while the average 
daily shortage was reported as three box cars, according to the 
car service division of the American Railway Association. The 
surplus was reported as follows: 


Box, 99,775; ventilated box, 400; auto and furniture, 16,376; total 
box, 116,551; flat, 7,956; gondola, 45,595; hopper, 54,870; total coal, 
100,465; coke, 1,166; S. D. stock, 13,953; D. D. stock, 2,751; refrigerator, 
7,339; tank, 572; miscellaneous, 1,191. 


Canadian roads reported a surplus of 4,900 box, 200 auto and 
furniture, 1,170 flat and 400 S. D. stock cars. 


CHANGES IN DOCKET 


Argument in No. 19273, Amalgamated Leather Co., Inc., vs. 
C. R. R. of N. J. et al., assigned for November 25, at Washington, 
D. C., was canceled. 

Hearing in No. 20046, Pensacola Chamber of Commerce vs. 
A. G. 8S. R. R. et al., assigned for November 26, at Pensacola, 
Fla., before Examiner Disque, was canceled. 

Hearing in No. 19645, A. T. & S. F. Ry. et al. vs. B. & O. 
R. R. et al., assigned for November 30, at Chicago, IIl., before 
Examiner Hagerty, ~vas postponed to a date to be hereafter fixed. 


COAL PRODUCTION AND SHIPMENT 


Soft coal production the week ended November 19 was es- 
timated at 9,945,000 net tons by the Bureau of Mines of the De- 
partment of Commerce. This represented an increase of 491,000 
tons over the output for the preceding week. Anthracite produc- 
tion was estimated at 1,952,000 net tons, the highest weekly 
production since the end of August. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended November 20 totaled 811,016 net tons as compared 
with 867,483 tons the preceding week. Anthracite shipped from 
Lake Erie ports totaled 31,855 net tons as compared with 43,617 
tons the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended November 19 totaled 362,008 net tons, of which 
162,187 tons were for New England delivery. 


CHESAPEAKE BAY FERRY SERVICE 


The Pennsylvania Railroad has placed orders for the con- 
struction of a new passenger and freight steamer to operate in 
its Chesapeake Bay ferry service between Norfolk and Cape 
Charles, Va. It will be the largest ever operated by the railroad 
on Chesapeake Bay and will embody the latest innovations and 
improvements in steamboat construction. A special feature will 
be the accommodations for automobile-storage, space being pro- 
vided for 46 cars on a steel fireproof deck. The steamer will 
be completed and placed in service in time to handle next sum- 
mer’s automobile traffic. The Pennsylvania Railroad’s Norfolk- 
Cape Charles ferry is an important link in the through railroad 
and highway route between New England points, New York, 
Philadelphia, Norfolk and the south. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruit and vegetables the week 
ended November 26 totaled 12,304 cars as compared with 17,722 
cars the preceding week and 13,685 cars in the corresponding 
period of 1926, according to the Bureau of Agricultural Economics 
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of the Depart of Agriculture. 
follows 

Apples, 2,398 cars; cauliflower, 141 cars; cabbage, 515 cars; celery 
453 cars; cucumbers, 14 cars; eggplant, 8 cars; grapefruit, 482 cars: 
imports, 12 cars; grapes, 669 cars; green peas, 68 cars; lemons, 119 
cars; lettuce, 474 cars; miscellaneous melons, 58 cars; mixed citrug 
fruit, 242 cars; mixed vegetables, 361 cars; mixed deciduous fruit 
6 cars; onions, 573 cars; oranges, 1,352 cars; imports, 15 cars; pears 
67 cars; peppers, 63 cars; spinach, 239 cars; string beans, 169 cars: 
sweet potatoes, 494 cars; tomatoes, 63 cars; imports, 18 cars; potatoes, 
3,276 cars; imports, 56 cars. 


Cc. & O. FREIGHT MOVEMENT 


A daily average of 54.2 miles per car per day was made 
by the Chesapeake & Ohio in the movement of freight in Octo. 
ber, according to announcement by President W. J. Harahan, 

This is in keeping with the records made in preceding 
months of this year. In no month has the average daily mileage 
dropped as low as 50 miles, while for March it reached a new 
high of 58.3. Compared with the daily car mileage of the car. 
riers as a whole, the Chesapeake & Ohio average stands out, 
For the first nine months of this year, the average daily car 
movement was 30.2, the highest mark ever attained in any 
corresponding period. This was an increase of three-tenths of 
one mile above the best previous average, established in the 
first nine months of 1926. 


Shipments were reported ag 


SHORT HAUL CEMENT RATES 


The Commission, on its own motion, in No. 20303, interstate 
rates on cement, in carloads, has instituted an inquiry into rates 
on cement for hauls of 80 miles and less, as to their reasonable- 
ness and lawfulness, in the territory bounded by the following 
lines: 


The international boundary between the United States and Canada 
on the north, the Buffalo-Pittsburgh line, the Ohio River and the Mis- 
sissippi River south of Cairo, Ill., on the east, the Ohio River, Gulf 
of Mexico and international boundary between the United States and 
Mexico on the south, and the western boundary of that portion of 
Texas, Colorado, Wyoming and Montana in which the so-called 8182 
basis of cement rates, or rates related thereto, now applies, on the 
west. 


There have been complaints as to their quality, from both 
railroads and shippers. The Commission has tried to establish 
rates on short hauls to big consuming markets but has failed in 
its efforts. Instead of using the scales approved by the Commis- 
sion, some carriers have made the short haul charges on the 
basis of switching movements. In Texas short haul rates are 
higher than those prescribed by the Commission for interstate 
application. The Texas rates, however, are not covered by this 
order although some rates that come into contact with the Texas 
adjustment are included. 

The basis mentioned in the order is that which was pre- 
scribed by the Commission in Docket No. 8182, the Western 
Cement case, also initiated by the Commission. 


APPOINTMENTS TO COMMISSION 


Senators Jones and Bratton of New Mexico called on Presi- 
dent Coolidge November 26 to recommend the appointment of 
Hiram M. Dow, attorney of Roswell, N. M., as a member of the 
Commission. 

Cc. C. McChord, formerly a member of the Commission, 
called on the president the same day but the matter discussed 
was not revealed. 


FULBRIGHT CALLS ON COOLIDGE 


R. C. Fulbright, chairman of the legislative committee of the 
National Industrial Traffic League, called on President Coolidge 
November 26, to leave with the president the league’s legislative 
program as determined upon at the recent annual meeting of 
the league in Chicago. 





Docket of the Commission 





NOTE—items in the Docket marked with an asterisx (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


December 5—Columbus, O.—Examiner Smith: 
18912—The Ohio Farm Bureau Federation et al. vs. A. & W. Ry. 


et al. 
19901—Armour Fertilizer Works vs. A. C. & Y. Ry. et al. 


December 5—Steubenville, O.—Examiner Carney: 
19975—The Evans Pipe Co. et al. vs. B. & O. R. R. et al. 
December 5—Boston, Mass.—Examiner Smith: 
19876—The New England Milk Rate Committee et al. vs. B. & A. 
R. R. (N. Y. C. R. R., lessee) et al. 
December 5—Phoenix, Ariz.—Examiner Kerwin: 
19773—Rio Grande Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
20100—United Verde Copper Co. et al. vs. A. & V. Ry. et al. 
December 5—Jacksonville, Fla.—Examiner Disque: 
19790—Jacksonville Traffic B 





ureau, Inc., et al., va. T. & P. Ry. et al. 





December 5—Indianapolis, Ind.—Public Service Commission of Indi- 
ana: 

Finance No. 6518—Application of Algers, Winslow & Western Ry. 
for a certificate of public conveninece and necessity authorizing 
the construction of a line of railroad in Pike county, Ind. 

December 5—New Orleans—Examiner Walters: 

17000—Rate Structure, Part 11, Sand and Gravel Investigation. 

9702—Memphis-Southwestern Investigation. 

6390—Memphis Freight Bureau vs. St. L., I. M. & Sn. Ry. et al. 

7250—Shreveport Chamber of Commerce et al. vs. A. & V. Ry. et al. 

7304—City of Memphis et al. vs. C. R. I. & P. Ry. et al. 
9886—Chamber of Commerce, Monroe, La., vs. A. & L. M. Ry. et al: 
9927—Railroad Commission of Ark et al. vs. A. C. R. R. et al. 

1 Natchez Chamber of Commerce vs. N. & 8S. Ry. et al. 

10418—Arkansas Jobbers & Mfgrs. Assn. vs. D. G. et al. 

10419—Arkansas Jobbers & Mfegrs. Assn. vs. D. G. et al. 

16002—R. A. Gibson vs. Kansas City Southern Ry. et al. 

18702—Tennessee-Arkansas Gravel Co. vs. Mo. Pac. R. R. 


December 5—New York, N. Y.—Examiners Money & Esch: 
17000—Part 8—Cottonseed, its products and related articles. 
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AKE CHARLES 


Newest Port 


Charles takes position as one of Amer- 
ica’s important cities: 
Population: Estimated 20,000. 


Transportation and Highways: Four railroads, 
five boat lines and three intersecting National 
Highways. 


Commerce: Total amount tonnage moved by 
rail for six months ending June 30th, 1927— 
322,045 tons. 


Industries: Cement, Pottery and Plaster works, 
packing houses, fur dealers, baby chick incu- 
bation, bottling plants, fish and oyster whole- 
salers, mattress manufacturers, lumber manu- 
facturers, rice mills, cellulose plant, cotton 
compress manufacturers, brick and tile, cream- 
ery, machine shops, sash and door mills, ship 
yard, cotton gins, fertilizer plant and many 
others. 


Bank Deposits: More than 


$18,000,000. 


Lake Charles offers many op- 
portunities to large indus- 
tries for branch houses, ware- 
houses, distributing plants 
and smaller industries. [For 
further information, AD- 


DRESS THE ASSOCIATION 
OF COMMERCE, Lake 
Charles, Louisiana.] 





K. C. S. Station, 
Lake Charles, La. 
= 


Kansas City Southern Railway Company 
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1. & S. 2759—Cottonseed and related vegetable products from South- 
western territory to Central, Eastern and Southern territories. 

. & S. 2820—Vegetable oils and related articles in Official Classifica- 
cation territory. 

I. & S. 2884—Vegetable oils and oil foods from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 

1. & S. 2926—Vegetable oils in Official Classification territory. 

1. & S. 2995—Vegetable oils and related articles in Official Classifica- 
tion territory. ™ 

14594—American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—Spencer ye & Sons vs. B. R. & P. Ry. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

16300 (and Sub. Nos. 1 to 3, incl.)}—Armstrong Packing Co. vs. A. 
& S. Ry. et al. 

ey ag ty” ene Association of Chicago Heights. vs. B. & O. 

. R. et al. 
wee Le —_ 1)—American Linseed Co. et al. vs. N. Y. S. & W. 
A et al. 

17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 

18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. et al. 

18379-—-Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. R. R. 


et al. 

18405—Interstate Cotton Oil Refg. Co. vs. C. B. & Q. R. R. et al. 

18841—Alabama Cottonseed Crushers’ Assn. vs. L. & N. R. R. 

18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 

a * sre Cottonseed Crushers’ Assn. vs. C. R. I. 
et al. 

19088—The Blanton Co. vs. A. & V. Ry. et al. 

19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub. No. 1)—California-Arizona Ginners and Crushers 
Assn, et al. vs. Apache Ry. et al. 

or Cottonseed Products Corp. et al. vs. A. & V. Ry. 


et al. 

19194—T he Procter Gamble Co. vs. A. & S. Ry. et al. 

19245—The Procter Gamble Co. vs. B. & O. R. R. et al. 

19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 

19307—National Cottonseed Products Corp. vs. A. & N. W. R. R. et al. 
19325—The Southern Cotton Oil Co. vs. A. & R. R. et al. 
19336—Portsmouth Cotton Oil Refg. Co. vs. D. L. & W. R. R. et al. 
19533—East St. Louis Cotton Oil Co. vs. S. P. Co. et al. 

19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I. & W. R. R. et al. 

19642—Elberton Oil Mills vs. V. & C. S. R. R. et al. 

20068—Graco Milling Co. vs. A. & S. Ry. et al. 

20067—San Diego Oil Products Corp. vs. S. D. & A. Ry. et al. 

20066—San Diego Oil Products Corp. vs. Holton Inter-Urban Ry. et al. 
20130—Buckeye Cotton Oil Co. et. al. vs. A. & R. R. R. et al. 
20142—Portsmouth Cotton Oil Refg. Co. vs. A. & R. R. R. et al. 
20161—The Best Foods, Inc., vs. C. R. R. of N. J. et al. 
December 6—Jacksonville, Fla.—Examiner Disque: 
20041—Florida Power & Light Co. et al. vs. A. C. L. R. R. et al. 
December 6—Chicago, I1l.—Examiner Boat: 

Fourth Section Application No. 2040 et al. 

Fourth Section Application 13187—Filed by St. L.-S. F. Ry. 

* Fourth Section Application 13262—Filed by E. B. Boyd, agent. 
December 6—Chicago, Ill.—Examiner Hawell: 

19699—St. Louis Coke & Iron Corp. vs. A. G. S. R. R. et al. (further 
hearing). 

December 7—Washington, D. C.—Examiner Davis: 

Finance No. 6597—Application Gul’, Colorado & Santa Fe Ry. for 
authority to acquire control by lease of the Railroad and property 
of the Texas and Gulf Ry. 

December 7—Washington, D. C.—Examiner Weems: 

° 6 —Paper and paper articles, less carloads, from Virginia 

Cities and Eastern Points to the South. 
December 7—Jacksonville, Fla.—Examiner Disque: 

1. & S. harges for use of refrigerator cars for shipments of 
bananas and cocoanuts. 

19688 (and Sub. 1)—Fruit Dispatch Co. et al. vs. A. & R. R. R. et al. 

* 1. & S. 2945 (1st sup.)—Charges for use of refrigerator cars for 
shipments of bananas and cocoanuts. s 


& P. Ry. 


December 7-8—Argument at Washington, D. C.: 
15006—Rates, Charges, Regulations and Practices Governing Trans- 
portation on Anthracite Coal—Rates on Bituminous Coal. 


December 8—Washington, D. C.—Examiner Folsom: 
Valuation No. 1077—In re tentative valuation of the property of the 
Brooklyn Eastern District Terminal. 


December 8—El Paso, Tex.—Exuminer Kerwin: 
15028—Peyton Packin Co. vs. A. & S. Ry. et al. (further hearing). 
1. & S. 3002—Restriction of rates and routes on live stock between 
Southern Pacific Lines and Missouri Pacific Lines, and from and 
to New Mexico points on the Southern Pacific Lines. 
December 9—Argument at Washington, D. C.: 
Finance No. 6208—Proposed Construction of Lines by Piedmont & 
Northern Ry. 
December 12—Brookhaven, Miss.—Mississippi Railroad Commission: 
Finance No. 6567—Joint Application of Illinois Central R. R. and 
Mississippi Valley Co. for authority to abandon a portion of a line 
of railroad from a point near Brookhaven to Monticello, Miss. 
December 12—Washington, D. C.—Examiner Berry: 
19943—Potomac Poultry Food Co., Inc., vs. Penna. R. R. et al. 
December 12—Washington, D. C.—Examiner Weems: 
18368—National Tube Co. vs. Director General, as agent. 


December 12—Washington, D. C.—Examiner Brinkley: 
Valuation No. 1074—In re tentative valuation of the property of 
Wilmington Ry. Bridge Co. (further hearing). 
December 12—Washington, D. C.—Examiner Boyden: 
Valuation No. 1006—In re tentative valuation of the properties of 
the Mo. Pac. R. R. et al. 
Valuation No. 410—Arkansas Central R. R. Co. 
Valuation No, 818—Natchez & Southern Ry. Co. 
Valuation No. 957—Natchez & Louisiana Ry. Transfer Co. 
Valuation No. 967—Coal Belt Electric Ry. Co. 
Valuation No. 970—Union Ry. Co. (Memphis, Tenn.) et al. 
December 12—Washington, D. C.—Examiner Howell: 
20138—The Jessup & Moore Paper Co. vs. A. C. & Y. Ry. et al. 
December 12—Westfield, N. Y.—Examiner Carney: 
20141—-Chautauqua & Erie Grape Growers’ Co-operative Assn., Inc., 
et al. vs. Erie R. R. et al. 
December 12—Washington, D. C.—Examiner Devoe: 


*.Finance Nos. 5955, 5967, 5968, 5969 and 5970—Gainesville Midland 
Reorganization (further hearing). 
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Deeember 14—Argument at Washington, D. C.: 
18017—A. C. Dutton Lumber Corp. vs. N. Y. N. H. & H. R. R. et aj, 
17991—City of Providence vs. N. Y. N. H. & H. R. R. et al. 


December 14—New Orleans, La.—Examiner Disque: 
* 1. & S. 3013—Switching between Lake Charles, La., and West Lake, 
La. 


December 15—Argument at Washington, D. C.: 
16285 (and Sub. 1)—White Provision Co. vs. A. B. & A. Ry. et al. 
17143—Pacific States Butter, Egg, Cheese and Poultry Assn. vs. Sou, 
Pac. Co. et al. 
Fourth Section Application No. 11428. 


December 15—Lakeland, Fla.—Commissioner McManamy: 
18187—Transportation of Strawberries in carload lots from Fiorida, 
Georgia, Alabama, North Carolina, South Carolina and Virginia to 
points in Official Classification Territory. 


December 16—Little Rock, Ark.—Examiner Disque: 
* 1, & S. 2992—Switching at Little Rock and N. Little Rock, Ark. 


December 16—Argument at Washington, D. C.: 
18364—Georgia Public Service Commission vs. A. C. L. R. R. 
18111—Corning Glass Works et al. vs. N. Y. C. R. R. et al. 


December 17—Argument at Washington, D. C.: 
18616—Minneapolis Traffic Assn. vs. C. M. & St. P. Ry. et al. 
1. & S. 2735—Transit Provisions on Grain and Related Articles des- 
tined to Duluth, Minn., and related points. 


December 19—Kansas City, Mo.—Examiner Disque: 
* |, & S. 3010—Furnishing suitable cars for loading flour and other 
ain products. 
* 1. Ss. R010 (Ist supplemental order)—Furnishing suitable cars for 
loading flour and other grain products. 


December 19—Washington, D. C.—Assistant Director Burnside: 
Finance No. 1165—In the Matter of the Application of the New York 
Central R. R. for authority to acquire control of the Chicago 
River & Indiana R. R. and Chicago Junction Ry. 


December 19-20—Argument at Washington, D. C.: 
eo Slaughterers’ Traffic Assn. et al. vs. N. Y. C, 
R. R. et al. 
16844 (and Sub. Nos. 1 to 3, incl.)—Swift & Co. vs. A.T. & S&F 
Ry. et al. 
17414 (and Sub. Nos. 1 to 3, incl.)—Kennett-Murray Livestock Buy- 
ing Organization et al. vs. A. C. & Y. Ry. et al. 


December 20—San Francisco, Calif.—Railroad Commission of State of 
California: . 

* Finance No. 6508—Application of Western Pacific R. R. for authority 
to acquire the railroad of the Union Belt Ry. of Oakland and to 
construct certain extensions thereto. 

December 21—St. Louis, Mo.—Examiner Disque: 

* |, & S. 3011—Grain and its products from Kansas City, Mo., Omaha, 
Nebr., and St. Louis, Mo., to B. C. R. R. and St. L. K. & S. E. 
R. R. stations. 

December 21—Argument at Washington, D. C.: 

16493—Beaumont Export & Import Co. vs. La. Western R. R. et al. 
16699—Crerar Clinch Coal Co. vs. A. A. R. R. et al. 
18170—United Paperboard Co., Inc., et al. vs. A. C. & Y. Ry. et al. 


December 22—Argument at Washington, D. C.: 
18031—American Motor Body Corp. et al. vs. B. & O. R. R. et al. 
18158—Iowa Soap Co. vs. C. B. & Q. R. R. et al. 
17742 (and Sub. 1)—The Palmolive Co. vs. A. T. & S. F. Ry. et al. 


December 23—Argument at Washington, D. C.: 
19613—Federated Metals Corp. vs. Sou. Ry. et al. 
19225—Federated Metals Corp. vs. Penna. R. R. 
19394—Elk Refining Co. vs. A. C. L. R. R. et al. 
19695—Federated Metals Corp. vs. C. R. R. of N. J. et al. 
December 28—Argument at Washington, D. C.: 
_ 18641 (and Sub. Nos. 1 to 3, incl.)—Potomac Electric Power Co. vs. 
Cc. & O. Ry. et al. 
18685—Magor Car Corp. vs. D. L. & W. R. R. 
* 13546—Kanawha Black Band Coal Co. et al. vs. C. & O. Ry. et al. 
* 16160—Kanawha Black Band Coal Co. et al. vs. Kanawha Central 
Ry. et al. 
December 29—Argument at Washington, D. C.: 
19021—J. M. Card Lumber Co. vs. N. C. & St. L. Ry. 
19111—Gutmann and Co. vs. B. & O. R. R. et al. 
19244—Buckeye Cotton Oil Co. vs. B. & O. R. R. et al. 


December 30—Argument at Washington, D. C.: - 
19072—Chapman-Price Steel Co. vs. A. T. & S. F. Ry. et al. 
19252—Colgate & Co. vs. T. & J. Ry. et al. 

18598—D. A. Stickell & Sons., Inc., vs. W. Md. Ry. et al. 


January 4—Washington, D. C.—Examiners Marchand and Walton: 
Valuation No. 1072—In re tentative valuation of the property of the 
Cc. M. & St. P. Ry. 
Valuation No. 760—Seattle, Port Angeles & Western Ry. 
Valuation No. 768—Bellingham & Northern Ry. 
Valuation No. 771—Gallatin Valley Ry. 
Valuation No. 794—Puget Sound & Willapa Harbor Ry. 
Valuation No. 797—Milwaukee Terminal Ry. 
Valuation Ne. 798—Tacoma Eastern R. R. 


January 4—Washington, D. C.—Examiner Stillwell: 
Fourth Section Application No. 1841 et al. 


January 4—Washington, D. C.—Assistant Director Burnside and Ex- 
aminer Devoe: 

* Finance No. 4705—In the Matter of the Application of William T. 
Kemper, receiver of Kansas City, Mexico & Orient R. R., for au- 
thority under Section 20a of the Interstate Commerce Act to issue 
and pledge a receiver’s certificate for $1,000,000. 

* Finance No. 4813—In the Matter of the Application of the Kansas 
City, Mexico & Orient Ry. for a certificate of Public convenience 
and necessity under paragraph (18) of Section 1 of the Inter- 
state Commerce Act to acquire and operate the properties of the 
Kansas City, Mexico & Orient R. R. 

* Finance No. 4814—In the Matter of the Application of the K. C. M. 
& O. Ry. for authority under paragraph (2) of section 5 of_the 
interstate commerce act to acquire control of the Kansas Cm 
Mexico & Orient Ry. of Texas by purchase of capital stock an 
bonds. 

* Finance No. 4826—In the matter of the Application of the K. C. M. 
& O. Ry. for authority under section 20a of the interstate — 
merce act to issue its capital stock and to assume obligation an 
liability in respect of certain notes. 

January 5—Argument at Washington, D. C.: 

* 1. & S. 2990—Absorption of Drayage Charges on lead or zinc ore 
or concentrates by Southwest Missouri R. R 

January 5—Argument at Washington, D. C.: 

* 17573—Charles A. Krause Milling Co. vs. B. & O. R. R. et al. 

* |, & S. 2897—Newsprint Paper from pts. in Ontario and Quebec, Cal 
to Nashville, Tenn. 
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January 6—Argument at W4dshington, D. C.: 

* 12726—Hagerstown Chamber of Commerce, Inc., vs. W. Md. Ry. et al. 

* 15345—Tidewater Portland Cement Co. et al. vs. C. & P. R. R. et al. 

* 15354—Waynesboro Chamber of Commerce et al. vs. W. Md. Ry. et al. 

* 16845 (and Sub. Nos. 1 to 7, incl.)—Iola Cement Mills Traffic Assn. 
et al. vs. A. & V. Ry. et al. 

16988—Oklahoma Portland Cement Co. vs. A. & V. Ry. et al. 

oo Section Applications No. 462, 638 and 12050 of F. A. Leland, 
agent. 


January 6—Ft. Worth, Tex.—Examiners Money and Esch: . 
17000—Part 8—Cottonseed, its products and related articles. 
1. & S. 2759—Cottonseed and related vegetable products from South- 
western territory to Central, Eastern and Southern territories. 
1. & S. 2820—Vegetable oils and related articles in Official Classifica- 
cation territory. 
. & S. 2884—Vegetable oils and oil foods from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 
1. & s. 2926—Vegetable oils in Official Classification territory. 
1. & S. 2995—Vegetable oils and related articles in Official Classifica- 
tion territory. 
14594—American Linseed Co. vs. B. R. & P. Ry. et al. 
14683—Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 
16300 (and Sub. Nos. 1 to 3, incl.)—Armstrong Packing Co. vs. A. 
& 8. Ry. et al. 
i & 7 eed Association of Chicago Heights. vs. B. & O. 
. Re , 
et at _— 1)—American Linseed Co. et al. vs. N. Y. S. & W. 
e 


‘ al. 
17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & 8S. Ry. et al. 
18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. et al. 
br Sy tale Cottonseed Crushers’ Assn. et al. vs. A. & R. R. R. 


et al. 
18405—Interstate Cotton Oil Refg. Co. vs. C. B. & Q. R. R. et al. 
18841—Alabama Cottonseed Crushers’ Assn. vs. L. & N. R. R. 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
19069—Arkansas Cottonseed Crushers’ Assn. vs. C. R. I. 


et al. } 
19088—The Blanton Co. vs. A. & V. Ry. et al. 
19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 
19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 
19169 (and Sub. No. 1)—California-Arizona Ginners and Crushers 
Assn. et al. vs. Apache Ry. et al. 
ber" ‘eee Cottonseed Products Corp. et al. vs. A. & V. Ry. 


et a 
19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 
19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 
19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 
19307—National Cottonseed Products Corp. vs. A. & N. W. R. R. et al. 
19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19336—Portsmouth Cotton Oil Refg. Co. vs. D. L. & W. R. R. et al. 
19533—East St. Louis Cotton Oil Co. vs. S. P. Co. et al. 
19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I. & W. R. R. et al. 
19642—Elberton Oil Mills vs. V. & C. S. R. R. et al. 

raco Milling Co. vs. A. & S. Ry. et al. 

20067—-San Diego Oil Products Corp. vs. 8. D. & A. Ry. et al. 
20066—San Diego Oil Products Corp. vs. Holton Inter-Urban Ry. et al. 
20130—Buckeye Cotton Oil Co. et. al. vs. A. & R. R. R. et al. 
20142—Portsmouth Cotton Oil Refg. Co. vs. A. & R. R. R. et al. 
20161—The Best Foods, Inc., vs. C. R. R. of N. J. et al. 


January 9—Washington, D. C.—Examiner Weems: 
19887—Allendale Grocery Co. vs. A. C. L. R. R. et al. 
* 20019—Allendale Grocery Co. vs. C. & W. C. Ry. et al. 


donpeey 9—Washington, D. C.—Director Mahaffie and Examiner 
Molster: 


Finance No. 5690—Application N. Y. C. R. R. for authority to ac- 
quire control by lease of the railroads of the Cleveland, Cincinnati, 
Chicago and St. Louis Ry., the Michigan Centra) R. R. and Chi- 
cago, amazoo & Saginaw Ry. 

Finance No. 5688—Application C. C. C. & St. L. Ry. for authority 
to acquire control by lease of the railroads of the Cincinnati 
Northern R. R., the Evansville, Indianapolis and Terre Haute Ry. 
(Further hearing.) 


January 9—Washington, D. C.—Examiner Brinkley: 
* Valuation No. 304—In re tentative valuation of the property of Yo- 
semite Valley R. R. 


January 9—St. Paul, Minn.—Examiners Stiles and Parker: 
17000—Rate Structure Investigation, Part Nine, Livestock—West- 
ern District Rates. 
14190—American National Live Stock Assn. et al. vs. A. T. & S. F. 
F. Ry. et al. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
15686—American Natl. Live Stock Assn. et al. vs. A. T. & S. F. Ry. 


et al. 
i ee City Live Stock Exchange et al. vs. A. T. & S. F. 
y. et al. 
16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 
19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
—.— Livestock Shippers’ Traffic Assn. vs. Gt. Nor. 
y. et al. 


** 


& P. Ry. 


January 11—Argument at Washington, D. C.: 
7 ae Corporation Commission et al. vs. A. T. & S. F. Ry. 
et a 
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19785—Associated Meat Co. et al. vs. T. & P. Ry. et al. 
19961 (and Sub. 1)—Byron S. Jobe vs. S. P. Co. et al. 
. & S. 2958—Stock Cattle from Wichita, Kans., to Kansas City 
ans, 7 
1. & S. 2965—Cancellation of Rate and Restriction of Combinatig, 
Rule on Stock Cattle. 
* 20224—George C. Abel et al. vs. A. & S. Ry. et al. (in connectioy 
with 17000, Part 9, Livestock, Western District Rates). 
* 20007—The Brotherhood of Sleeping Car Porters vs. Pullman Con. 
pany. 
January 11—Chicago, Ill.—Commissioner Campbell and Examiners Fay) 
and Wilbur: 
* 19610—Switching rates in the Chicago Switching District. 
* 1. & S. 2900—Switching rates between points in the Chicago anj 
Chicago Heights Districts. 
* 20006—Illinois Slag and Ballast Co. vs. C. W. P. & S. R. R. et al. 
January 11—Argument at Washington, D. C.: 
* 16412—Rates on Powder and High Explosives in carloads, within 
state of Arizona. 
* 14687—Apache Power Co. vs. Ariz. Eastern R. R. et al. 
January 12—Argument at Washington, D. C.: 
* 11446—The Northern West Virginia Coal Operators’ Assn. vs. Penn, 
R. R., director general, as agent, et al. 


January 12—Argument at Washington, D. C.: 
* 18089—The Niles Fibre Brick Co. vs. Pennsylvania R. R. 
January 12—Chicago, Ill—Examiner Stiles and Parker: 
17000—Rate Structure Investigation, Part Nine, Livestock—West- 
ern District Rates. 
a ee National Live Stock Assn. et al. vs. A. T. & SF, 
. Ry. et al. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
15686—American Natl. Live Stock Assn. et al. vs. A. T. & S. F. Ry, 


et al. 
= so City Live Stock Exchange et al. vs. A. T. & S. PF 
y. 
16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 
19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
——e Livestock Shippers’ Traffic Assn. vs. Gt. Nor, 
y. et al. 
19785—Associated Meat Co. et al. vs. T. & P. Ry. et al. 
19961 (and Sub. 1)—Byron S. Jobe vs. S. P. Co. et al. 
af S. 2958—Stock Cattle from Wichita, Kans., to Kansas City, 
ans, 
1. & S. 2965—Cancellation of Rate and Restriction of Combination 
Rule on Stock Cattle. 
* 20224—George C. Abel et al. vs. A. & S. Ry. et al. (in connection 
with 17000, Part 9, Livestock, Western District Rates). 
January 13—Argument at Washington, D. C.: 
* 17006—Upson Co. vs. A. A. R. R. et al. 
* 18958—Dallas Sash & Door Co. et al. vs. A. T. & S. F. Ry. et al. 
January 13—Argument at Washington, D. C.: 
* 15234—In the Matter of Divisions of Freight Rates in Western and 
Mountain-Pacific territories. 


January 14—Argument at Washington, D. C.: 

* 17778—Parkersburg Rig & Reel Co. vs. C. R. I. & P. Ry. et al. 

* 16472—Parkersburg Rig & Reel Co. vs. M.-K.-T. R. R. of Tex. et al. 

* 16482—Parkersburg Rig & Reel Co. vs. M.-K.-T. R. R. et al. 

* 16523—Parkersburg Rig & Reel Co. vs. T. & P. Ry. et al. 

January 14—Argument at Washington, D. C.: 

* 17212—Parkersburg Rig & Reel Co. vs. A. T. & S. F. Ry. et al. 

* 18697—Parkersburg Rig & Reel Co. vs. A. T. & S. F. Ry. et al. 

; Lae +" Tainan Association of South Atlantic Ports vs. A. & R. R. 
et al. 

January 20—Ft. Worth, Tex.—Examiner Money: 

* 16528—Southern Cotton Oil Co. et al. vs. A. & S. Ry. et al. 


January 23—Kansas City, Mo.—Examiners Stiles & Parker: 
17000—Rate Structure Investigation, Part Nine, Livestock—West- 
ern District Rates. 
3 National Live Stock Assn. et al. vs. A. T. & S. F. 
. Ry. et al. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
15686—American Natl. Live Stock Assn. et al. vs. A. T. & S. F. Ry. 


et al. 
se ae City Live Stock Exchange et al. vs. A. T. & S. F. 
y. et al. 
16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 
19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
oe Livestock Shippers’ Traffic Assn. vs. Gt. Nor. 
y. et al. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS -BUILDING 418-430 S. MARKET ST. 
Phone, Main 3840 Telephone State 8635 


THE TRAFFIC WORLD 





UNIVERSAL 


CARLOADING and DISTRIBUTING 


COMPANY 


UNIVERSE 


COMMON SENSE 





IN TRANSPORTATION 


Regardless of the conditions 
Surrounding it, the only solu- 
tion to your transportation 
problem is QUICK SERVICE 
at LOW COST with EFFI- 
CIENT OPERATION. 


For the shipper whose less 
than carload freight is provided 
with a carload rating of 3rd 
class or lower, UNIVERSAL 
CONSOLIDATED CARS 
meet these requirements in 
every particular. 


Over 125,000 firms are con- 
serving both time and money 
by using UNIVERSAL 
FREIGHT SERVICE wher- 
ever it is in effect. 


SHIP - 


THE “UNIVERSAL” WAY 





For Rates or further information apply to our Freight 


Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK City, N. Y. 
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Factory _ Locations 


OFFERING THE 


LOWEST COST OF PRODUCTION AND DISTRIBUTION 


Are available for the following industries on the 


Chesapeake & Ohio Lines 


in 


VIRGINIA WEST VIRGINIA KENTUCKY 


— Coal Products Iron and Steel 


extiles Chemicals Clay Products 
Furniture Glassware 


Refractories 
Lime—Cement Pottery 


Cement 


OHIO INDIANA 


Machinery Metal Specialties 
Tools Accessories 
Rubber Products Woodworking 


Aluminum Goods Paper Products 


i 


The Chesapeake and Ohio Territory 
has these 
Basic Manufacturing Fundamentals 


Raw Materials — Fuels — Power 
Labor — Transportation 


Ask our Industrial Department for facts. Your inquiries will be handled without undesired publicity. 
ADDRESS 


Industrial Department 


Chesapeake and Ohio Railway Company 
RICHMOND, VIRGINIA 


Decembe! 
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CHICAGO HEIGHTS, ILLINOIS 


Are you looking for an industrial location? 


An ideal place for a manufacturing plant, 
storage and distributing warehouse, 
or branch plant of any kind? 


If so, Chicago Heights industrial district offers the finest opportunities in the 
Middle West. 


It has cheap land, 
good labor conditions ; 
excellent transportation service in all directions; 
flat Chicago freight rates outbound and inbound 
to and from all parts of the country; 
Chicago switching district freight rates on 
intra-district traffic; 


Indiana and Illinois coal fields nearby; 
Electric power. 


It is near the center of population of America. 


The Chicago Heights Terminal Transfer Railroad now serves 84 industries 
and has direct interchange arrangements with all Chicago Heights railroads. 
Threugh the Chicago Heights-Chicago switching district it interchanges 
freight with all railroads reaching the Chicago district. 


Less than carload freight from Chicago Heights receives the benefit of daily 
through merchandise package cars to all sections of the country. 


Address 


P. S. LOTTINVILLE, General Agent 
Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Illinois 


1328 December 
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BOSTON 
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similar bulk cargoes. 








transfer charge. Reasonable stor- 
age and handling charges. 





(ud) and 
| 
yt Allied Inland Wareh i 
@ 4) 
| ns a a a nn en RN 
4Y BOSTON NEW YORK 6 
BOSTON TIDEWATER TERMINAL, Inc. ATLANTIC TIDEWATER TERMINALS 
| J. M. Hoffman, V. P. & Gen’l Mgr. ' G. W. Green, V. P. & Gen’l Mer. Is 
( tad) 666 Summer St., Boston is i bs wn patina ne a — oe ted) 
eee . ° wo..modern firepro ouble-decked piers, " | 
IC Adequate, modern dockage facilities, direct long, 150 ft. wide—located foot 58th: St., Brooklyn— ~ 
| rail connection all railroads —direct dis- within free lighterage limits, affording shipments via 
| charge ship to cars and cars to ship—storage pn nag ly 250 _ pens — = | 
| ees ip : . undocking, faster arrival and departure. Best labor 
(#7) } direct from shi ~~ transfer = trucking conditions—Faster loading and discharging—Less JN) 
charge. A mile of berthing space — Piers stevedoring costs. No lighter or barge detentions— 
PF 100 feet wide. Open storage No long berg ae ine Meal -s 
G s ° mum dispatch. Fireproof storage dl- s 
for lumber, pig iron and rect from ship—No trucking or | 





BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y. 

W. J. Bishop, General Supt. 

Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served by 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 
and N. Y. Barge Canal lines. Also 
by all suburban auto trucking com- 
panies. General warehousing with 
pool car distribution and cartage 
facilities. 







PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. Richardson, Gen. Mgr. and 
Treasurer 


10 Chestnut St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers —25 acre yard adjacent to piers for 
storage and distribution of lumber. 








The above means great money saving to you. 















PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, Supt. 

Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 
handling of package freight on L. 
C. L. shipments. Low insurance. 
Liberal advances on stored goods. 


NORFOLK 


NORFOLK TIDEWATER 
TERMINALS, INC. 
J. A. Moore, Manager, 
Norfolk, Va. 
Three piers, each 1300 ft. long —4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. Re- 
ceiving, delivering and classification yards 
have over 4,000-car capacity — Every mod- 
ern device for rapid and economical handling, 
all classes of cargo — Forty acres open stor- 
age space for lumber, metals and ores. No 
ee. Served by Norfolk’s eight Trunk 
ines. 


( 
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Read carefully —then direct 


HI e 
S h ip p ers: your freight to be delivered to these splendid terminals, and warehouses. 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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Anything from a bale of 
silk to a 100-ton locomo- 
tive can be moved with 
equal ease and dispatch 
over the Seattle Public 
Terminals. Every modern 
cargo handling device is 
available for quick and 
economic transfer from 
ship to car. Four terminal 
transcontinental rail lines 
and innumerable steam- 
ship lines assure adequate 
service. 





For specific information address: 


PORT OF SEATTLE 


THE TRAFFIC WORLD 


1329 






Learn a lesson 


from the Silk Shipper! 


During the eight month period, from January to Septem- 
ber, 23,961,089 pounds of silk, representing an aggregate 
value of $136,888,023, moved from the Orient to eastern silk 
mills, via the Seattle short route. 


This represents fully 85% of the silk imported to America 
from the Orient. 


The reason for this is simple to understand — it’s good 
business! Shipping via the “Great Circle’ route, which is 
some 1,500 miles shorter than other routes across the Pacific, 
means less “in transit” time and quicker deliveries. Less time 
in transit means lower insurance and interest charges. 


These factors are vital to the silk shipper. They are 
equally important to you for they mean sales advantages and 
shipping economies. 


Just as it is good business for the silk shipper to route 
via Seattle, so also is it good business for you! 


Bell Street Terminal 


h7t to the ORIENT 





SEATTLE, WASHINGTON 
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SINCE 1858, THE WORLD’S LARGEST MAKERS OF QUALITY BAGS 


Now Theyre Shipping Paint in Bags 
. to lower packing and transportation costs 
oe and to preserve the point ae, 


a eS 5 y 





Decem 


— 





Bag Factories 
ST. LOUIS 
MINNEAPOLIS 
OMAHA 

NEW ORLEANS 
SAN FRANCISCO a ae 
INDIANAPOLIS © =" 
MEMPHIS 

KANSAS CITY 
SEATTLE 
WINNIPEG 
HOUSTON 
BROOKLYN 
BUFFALO 

WICHITA 

WARE SHOALS,S.C. 


Cotton Mills 
ST. LOUIS 
INDIANAPOLIS 
BEMIS, TENN. . 

































i Prey paint, of course—and that’s the point—the paint 
Bleachery must be kept dry, from the time it is packed until it is 


oleacemneasieaes mixed and used. 
Paper Mill : . , . , 
PEORIA So they ship dry paints in Bemis Waterproof Bags—which 


protect the paint from loss and deterioration in freight cars 
and from the elements on platforms and in open trucks. 


There’s a saving, too, compared with the old way of shipping 
in barrgls—a saving in costs of handling, freight, and storage 
space—not to mention a lower initial cost. 


Can you attain such savings? To find out, just ship us one 
unit of your product in its usual container; the Bemis Tech- 
nical Staff will study the problem, and ship your product 
back to you in a Bemis Bag or tell you frankly it can’t be 
done. All without obligation on your part. 


BEMIS BRO. BAG CO.., Address: Gen’! Sales Offices, ST. LOUIS, U.S.A. 





208 


COTTON +~- BURLAP - PAPER w PRINTED OR PLAIN 


ee 
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THE BALTIMORE & OHIO CHICAGO TERMINAL R.R. CO. 


(BALTIMORE & OHIO SYSTEM) 


THE EXPENSE OF TRUCKING YOUR 
LESS CAR LOAD FREIGHT 
CAN BE ELIMINATED BY USING 
TRAP CAR SERVICE 


THE BALTIMORE AND OHIO SYSTEM 
THE BALTIMORE AND OHIO CHICAGO, If you are 
TERMINAL RAILROAD 


\_'S CHICAGO, ILL located on the 
AL lees 


= he B&OCT RR 
al a you can take 

advantage of 

this privilege. 


a HICAGO 
4): aia You can also 
? 


Pee x1 oan | Secure the 
sii) Sate benefit of thru 


a 


SCI 


=| package cars 
from the 
Transfer 
Station 
tolarge centers 


Locate your industry where you can secure this type of service 
and eliminate your trucking expense 


ADDRESS 


J. M. McDERMOTT H. M. JOUVER 
Industrial Agent General Freight Agent 
208 Grand Central Station 455 Grand Central Station 
CHICAGO CHICAGO 
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STORAGE || 


East and West Bound 
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with STOP OFF at 


BAY WAY 


IN THE PORT OF NEW YORK 
The “New-Way” offers unlimited Terminal facilities for WAREHOUSING, DISTRIBUT- 
ING, ASSEMBLING, SHIPPING, TRUCKING and MANUFACTURING. 


The Terminal provides modern commercial fire-proof, sprinklered, re-inforced concrete 
buildings for warehousing, distributing and manufacturing plants. The buildings have adequate 
freight platforms and direct railroad sidings at car-door level. There are also deep water docks to 
accommodate waterborne freight of all kinds. The marine and specific fire insurance rates are the 
lowest obtainable. 

The INDUSTRIAL TERMINAL of TODAY ASSURES its Shippers and Manufacturers 
economy through concentration of operation not attainable through any other means. 


A 


NewYork SERVICE with New Jersey ECONOMY 
= 1 : - 


TERMINAL NEW YORK OFFICE 
BAY WAY (ELIZABETH) N. J. 25 CHURCH STREET, N. Y. C. 
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Offers a 
Highly Developed 
Freight Service 
between 


The New England States and the South and 
West—Eastern Canada and all points South. 
Close affiliation with the lines listed below 
makes this an ideal route for the rapid move- 
ment of shipments. 


(> 


Canadian Pacific Railway 
Canadian National Railways 
Quebec, Montreal & Southern 
Boston & Maine 


via Rouses Point, N. Y. 


via Mechanicville, N. Y. 
via Albany, N. Y. 


And Their Connecti 


Our nearest representative will, if given op 


THE TRAFFIC WORLD 


Super-power Locomotives, Equipped with Auxiliaries 
Adding 25% to Hauling Power. 


Lehigh Valley 
Central R. R. of N. J... .. 


Erie 


via Wilkes-Barre, Pa. 


via Binghamton, N. Y. 


via Owego, N. Y. 
ons 


portunity, render you 


HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative to junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON 


ALBANY, N. Y.—Telephone Main 3380 
J. E. Colket, Milk Agent, 
D & H Building 
C. F. Beck, General Eastern Freight Agent, 
D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Monte Pickens, Jr., Commercial Agent, 
913 Healey Building 
BOSTON, MASS.—Telephone Liberty 4106-4107 
F. H. Wheeler, New England Freight Agent, 
429-430 Chamber of Commerce Building 
BUFFALO, N. Y.—Telephone Seneca 853 


Jas. Vandenberge, General Agent, Freight Department, 


722 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
C. H. Clark, General Agent, Freight Dept., 
1101-02 Webster Building, 
327 South LaSalle St. 
MONTREAL, QUE.—Telephone Uptown 7424 
James Fitzsimons, General Canadian Freight Agent, 
106 Drummond Bldg., 511 St. Catherine St., West 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
C. G. Howland, General Agent, Freight Dept., 
1446-48 Woolworth Building, 
233 Broadway 


FREJGHT TRAFFIC AGENCIES 


ONEONTA, N. Y.—Telephone 1500 
A. W. Ackley, Division Freight Agent, 
191 Main Street 
PHILADELPHIA, PA.—tTelephone Rittenhouse 1271 
W. H. Chase, General Southern Freight Agent, 
1109-10 Finance Building, 
1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Grant 5516 
H. W. Haas, General Agent, Freight Department, 
513-514 Bessemer Building 
H. A. Dietz, General Traveling Coal Agent, 
513, 514 Bessemer Building 
PLATTSBURG, N. Y.—Telephone 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell 4751 
J. J. Coyle, Division Freight Agent, 
D & H Passenger Station 
ST. LOUIS, MO.—Telephone Chestnut 9178 
J. B. Stewart, General Agent, Freight Department, 
1021-1022 Pierce Building 
TROY, N. Y.—Telephone 765 
F. J. Forster, Division Freight Agent, 
Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 

F. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 

Max V. Beckstedt, Asst. Gen. Freight Agent, Albany, N. Y. 

Jas. A. Flanders, Jr., Asst. Gen. Freight Agent, Albany, N. Y. 
F. W. Nyland, Coal Freight Agent, Albany, N. Y. 

C. E. Rolfe, Assistant General Traffic Manager, Albany, N. Y. 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


W. J. MULLIN J. T. LOREE, 
General Traffic Manager Vice-President and General Manager 


ROUTE OF ALBANY, N. Y. 
THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 
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AVES 
Gateway of. the Southwest — The Cheapest 


Trade Routes of the orld Fuel on the 
NT ) = Pacific Coast 


t ead Angeles Harbor is 
within six miles of 
the famous Signal Hill 
and Torrance oil fields. 
Last year 133,418,267 
barrels of oil alone were 
shipped through this 
“easiest to call at” port. 
Adequate loading facili- 
ties and barges await 
your call. 


Here Is Why 


ship operators now 
make Los Angeles a 


regular port of call! 


On the OPEN OCEAN (no bar) 
* an “‘always open” port. 


Main channel fairway 1000 feet 
* wide, 


Channels and berths from 30 to 
* 35 feet at low water. 


Adequate turning basins strategi- 
* cally located. 


e Ample protected anchorage. 
Cheapest bunker port in the 
Two completely fitted ship build- 

* ing and repair yards. 12,000 and 
15,000 ton dry docks. 


Perfect climatic conditions (out 
* of storm and fog belt) 


Lowest wharfage and dockage 
* rates on the Pacific Coast. 
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THE SOO LINE’S GREAT 


Freight Terminal 


The terminal is located in 
the heart of the business 
and manufacturing district 
of the city and covers 11 
city blocks. 


Facing at its northern end on 
Twelfth Street the structure oc- 
cupies the entire area between 
Canal and Clinton Streets, cross- 
ing Maxwell street, Fourteenth 
Street and Fourteenth Place, then 
turning to the west the tracks cross 
Jefferson and Union Streets. 


in | € leaner Mn ' ch ATER a 
ut lun i Lu oents, el ue i me ne oe 


aa a aa | Hit 
— = 


To avoid delay, 
adian destinations must be accompan- 
EDMONTON ¢ ied by ky ol export declaration 
made in triplicate. This document 
must be delivered to railread agent at 
initial point with the — and ac- 
anadian port of 


SAULT SAINTE MARIE 


MENOMINEE 


ALWAYS DEPENDABLE ® MANITOWOC 
FREIGHT SERVICE 


AGENCIES 
Boston, Mass., 40 Central St. Kansas City, Mo., 788 Railway Ex. Bldg. 
— N. Y., 409-410 Iroquois Los pe Cal., 580 Van N luys Bldg” 
Memphis, Tenn., Porter B 
Chica Il, 707 Standard Trust Milwaukee, Wis., 68 East 
Bldg. Minneapolis, Minn., Soo Line Bldg Bide. bth St. and 
pews Falls, Wis. Marquette Ave. i 
Cleveland; ©.” 915 Union Trest oa Woolworth B Spokane, Wash, 10 006 Old Natl’ Bank Blag, 
—_ Mich.. pod on tin Blag wet ¥ 0 —s , ™ 
uth, Minn., perior S * og Bloomfield A Tacoma, Wash, 1118 Pacific Ave. 
Grand j Rapids, Mich., 414 Lindquist ‘Bile a Oliver ‘lds Locus St. at 15th Waukesha, W 
1 Ind., 480 Merch. Bank Bldg. Phisdephia, Pa; Cros Winnipeg, Man. 608-606 Lombard Bldg. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 
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- Y REASON of the philanthropy of Isaac 
2 o Delgardo, New Orleans possesses one of 
as ; x 
<. the most attractive art museums or gal- 
os 3 leries in the whole south. 

3 Za Located in old and historic City Park in the 
bs low f tk I lis, i 
B2S ower section of the southern metropolis, its 
a @ natural setting is one of much beauty and its 
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@ ATLANTA 
Healey Bidg. 


@ BALTIMORE 
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SOUTHERN PACIFIC LINES 
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Where to reach them 





ART MUSEUM, NEW ORLEANS, LA. 


walls are covered with paintings, many of ex- 
treme value and distinction. 

The Delgardo museum is a decided advan- 
tage to New Orleans and is much frequented 
by the thousands of interested tourists who 
journey to the old Crescent City during the 
winter and spring seasons. 


Write, telegraph or 'phone 
® ‘‘General Agent, Southern Pacific Lines’’ ® 


The Postman Knows Him 


SOUTHERN PAcIFIc LINES 
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